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Protection of Main Line Switches. 





New York, Aug. 31. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In a recent collision on an important road the accident 
was caused by an extra train pulling out on the time of a 
regular train without orders. Here is a point where 
facing point protection would have prevented the acci- 
dent. The cost of installing proper signals, operated by 
the person who throws the switch, is very small and for 
a single signal will not exceed $100 completely installed, 
which imcludes a two-lever switch stand, which, of 
course takes the place of any switch stand which was 
already in use. 

The first points to be protected in any railroad are 
the outlying facing point switches. A much larger 
measure of safety would be secured by the same amount 
of cost than by any other form of investment in signal- 
ing or interlocking. 

The ordinary grade crossing where a single line crosses 
asingle line will cost probably $3,000 to protect by a 
system of interlocking, and the continuous operating 
cost of the same will probably amount to six per cent. 
on $20,000, and, with this expenditure, will only protect 
a single point of danger, that is the crossing. If this 
same money were invested in facing point switch pro- 
tection it would protect, say, 30 points, and there would 
b2 no continuous charge for operation, and there would 
be no apparent investment of $20,000 to pay the annual 
cost of operation. 

I do not disregard the necessity of interlocking all 
grade crossings, but merely desire to point out where 
the greatest amount of protection may be secured by 
the least expenditure. I believe that your records of 
accidents will show that more accidents have occurred 
from misplaced switches, so called, than from collisions 
at crossings, and it seemsstrange to me that railroads 
will not equip these facing point switches with sema- 
phore signals when they provide so much safety at so 


small a cost. 
SIGNAL ENGINEER. 








Tests of Tie Plates. 


We have from the Q & C Company (Benjamin Reece, 
Esq., Engineer) the following letter: ‘‘In your issue of 
May 28, 1897, there appeared a table of tests purporting 
to show the adhesion tothe tie and the lateral resist 
ance of several types of tie plates. Since our long 
observation, as well as common sense, teaches us that 
tie plates are loosened in the ties by the rapid undula- 
tions and vibrations of :the rails under their rolling 
loads, it is difficult to see the value of a direct lifting 
test. In the spreading tests the rail was neither held 
down by spikes nor wheel load; so practical, as well as 
theoretical, trackmen will appreciate how far such tests 
are removed from the conditions which actually obtain 
in service. 

‘* As the practical value of these tests has, so far as 
we know, remained unchallenged, in order to escape 
the suspicion cf any personal bias, we determined to 
secure an expert opinion on same, which we herewith in- 
close. Further than this the correspondence explains 
itself.” 

The first document is a letter from the Q&CCo. to 
the R. W. Hunt & Co., extracts from which follow: “En- 
close¢ herewith please find circular containing a series 
of tests concerning the, holding power, etc., of several 
forms of tie plates. These tests were made at the Pitts- 
burgh Testing Laboratory and are dated April 8, 1897. 

. We desire a critical examination of the tests as 
made, in order to determine what relation they bear to 
actual track conditions. . . .” 

The reply of the Hunt Company follows nearly in 
full : 

“It goes without saying that we are confident the ex- 


periments were carefully conducted, the results accu- 
rately noted and reported, and we do not understand 
that you doubt those points, but desire us to express our 
opinion of the practical value of such tests, or rather 
how nearly they represent the conditions to which tie 
plates are subjected during actual service. . . . We 
have made many examinations of plates in service, and 
have also conducted a large number of laboratory ex- 
periments or tests of various plates. And we are forced 
to the conclusion that neither the one which we are now 
considering, or any so far made by ourselves, have ‘met 
the case. 

“In this experiment the plates were forced into the 
wood by aconstant load, and then pulled out by power 
applied at a single and small point of their surface. 
There is nothing in actual service to represent either 
procedure—certainly not the last. If the rolling stock 
were suspended from the rails it might apply, but the 
lifting force is the Wave motion of rolling foree, the ef- 
fect of which is very opposite to a steady pull applied at 
a central point. Moreover, we can appreciate that with 
the holding-down power at the four corners, as in the 
Goldie tie plate, a pulling force applied in the center 
might produce a drawing in of the claws, in fact an ‘ice 
tong’ result, which would require more power to with- 
draw the claws than would occur with a plate like the 
* New C A C’ reported upon, in which the claws, or more 
properly ‘prongs, are much nearer the center of the 
plate, and hence more directly under the pulling point. 

‘* Our observation is that the less the fiber of a tie is 
cut, the longer it will last, 
and that it is important 
that what cutting has to be 
done shall break or disrupt 
the fiber as little as pos- 
sible. . .. 

‘“*The service duty of or- 
dinary railroad spikes and 
the adhesion points of a tie 
plate are not identical, the 
tie plate being intended to 
resist the direct downward 
pressure of the undulating 
rail, while the spike is de- 
signed to secure the rail 
against the reacting uplift. 
Hence laboratory _ tests, 
which might somewhat ap- 
proximate actual conditions in the use of spikes, would 
be of much less value applied to tie plates. Wethink the 
above applies to the case under consideration. It would 
require quite elaborate and expensive apparatus, and 
operatings extending over an extended period of time, 
to produce laboratory data of value relating to tie 
plates. 

“Fortunately their actual use, extending over a num- 
ber of years, has furnished and is daily giving the best 
basis on which to base conclusions as to what is best for 
all circumstances. In short, we would rather have one 
year’s service in track, covering the climatic conditions 
incident to the location than much longer laboratory 
observations, no matter how elaborate. Extended and 
careful observations have given data; calculations based 
on them can be most carefully worked out, and thus tests 
made at several points on different railroads, under 
various sections «f rails, and on all the usual woods 
used for tie purposes. The rolling stock will furnish 
the apparatus, the daily traffic, the application, and 
intelligent, careful and conscientious roadmen the ob- 
servers.” 


Electric Locks for Derails at Crossings. 
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The National Switch and Signal Company, Easton, 
Pa., has lately equipped a number of grade crossings 
with interlocking signals in connection with which elec- 
tric track-circuit locking has been employed to insure 
that after an engineman accepts and acts on a signal, he 
shall not be suddenly deprived of the right to the road 
which it gives. The diagrams given herewith show the 
arrangement of instruments and circuits for working 
these locks,and Mr. Hansel, general manager of the 
company, furnishes the following description: 

Experience has shown the necessity of protecting 
against the changing of derails or switches immedia- 
ately in front of a train which is moving at high speed. 
The arrangements of all properly designed signal plants 
provide that the signal cannot be clear unless the 
switch is locked in the proper position; but unless some 
provision is made to require the signal operator to keep 
the switeh closed after a train has accepted a signal, and 
until it has passed beyond his jurisdiction, there is 
always a possibility of throwing the signal back to dan- 
ger and opening the derail. This danger has been 
emphasized many times by derailments at high speed, 
which could not have occurred had the switches been 
equipped with suitable electric locking. 

When interlocking was first introduced into the 
United States there was some effort made in this direc- 
tion, but it failed to receive universal commendation for 
two reasons: First, that the apparatus and installation 
of the work was very complex, requiring the attention 
of a skilled electrician to imsure its working, and, sec- 
ondly, the cost was more than the railroads cared to in- 
cur; and the subject of electric locking was for a time 
dropped. The frequency of accidents, however, has 
forced the subject upon the consideration of signal 
engineers, and we have designed a device which is very 
simple and does not require the attention of an elec- 
trician, as it can be easily cared tor by the leverman, 


The track circuit between the home and distant signal, 
formerly used, has been abolished and the only wiring 
now used is within the limits of the derails. The draw- 
ing shows the application of electric locking to a simple 
grade crossing. 

The electric lock is applied on the locking frame of the 
machine in such manner that when the magnets of the 
lock are de-energized, a bolt'is plunged through the tap- 
pet by gravity and in this position the tappet, which in 
all interlocking machines is actuated by the latch 
handle on the lever (preliminary locking), cannot be 
moved and it is only after the magnets are re-energized 
that the tappet is released by the withdrawal of the 
bolt. 

The electric lock has a cone-shaped armature which 
reduces the necessary battery to a minimum and assures 
accurate working of th2 lock. There can be no sticking 
of the armature on the poles of the magnet since they 
do not come in contact. The four home signal levers 
have circuit breakers on their vertical rods. The circuit 
from the tracks runs through the track relay 74.03. 
Having installed the circuits, insulated sections, electric 
locks, track and locking relays, batteries and circuit 
breakers, as shown, the operation will be as follows : 

In order’to pass a train over the crossing the operator 
must first close the derails on one track by throwing 
either lever 6 or 7,and the throwing of either lever locks 
the other in the opposite position. The interlocking 
provides that the derails on both tracks cannot be closed 
at the same time. Having thrown (reversed) lever 6 and 
closed the derails, the operator desires to pass a train 
from left to right and reverses home signal lever No 2. 
The act of reversing this lever de-energizes the lock 
magnet by means of circuit breaker 77.34 and causes its 
plunger to drop into the tappet, holding 1t as before de 
scribed. 

But putting this home signal lever ‘“‘home”’ again 
would not release the electric lock, as the circuit once 
broken the armature (74.01) has fallen and broken the 
circuit, so that until this relay has been re-energized the 
armature cannot be lifted nor the circuit restored. 

As soon asthe first pair of wheels reaches the track 
circuit inside the the derails the armature of the track 
circuit, 74.03, falls, completing the locking circuit 
through a, b, c,d,e and f,and energizing the locking 
relay; but the locks are not moved, as most of the cur- 
rent passes around them, owing to their greater resist- 
ance. When the train has passed out of the track cir- 
cuit and therefore out of the derail limits, the track 
relay is re-energized, lifting its’armature and forcing 
the entire current to pass through the locks by way of 
a, b,c, d, h, k, m, re-energizing them and withdrawing 
the plunger from the tappet, provided the home signal 
has been restored to its normal position. If it is not re- 
stored the circuit cannot be completed. It is necessary 
for the operator to return the home signal to danger be- 
fore the train has passed out of the limits of the derail 
orelse the operation of the locking relay will be inef- 
fective and the operator will find that he cannot place 
the derail lever (6) normal so as to pass a train on the 


other track. 
This might also occur in case a train which was ap- 
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proaching the bome signal (2) under a clear signal 
should be stopped before reaching the derail and re- 
main there, while a train on the other track desired to 
cross. In order to avoid the tying up of the signals in 
such a case a release switch, 77.20, is provided. This 
switch is enclosed in a box having a glass face which 
the operator has to destroy before he can operate the re- 
leasing switch, and since he is required to report all 
such breakages it forms a check against the unnecessary 
use of the releasing switch. Experience has demon- 
strated that while this releasing switch should be pro- 
vided for extreme cases, it is very seldom used. 

The application of electric locking is, of course, not 
confined to simple grade crossings, but is found very de- 
sirable in the most complex interlocking plants and 
especially where a drawbridge is to be protected. The 
most important plants which have been protected by 
this company are: 

The drawbridge at Pevria, IIll,, for the Peoria}& Pekin 
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Union; Seventeenth Street, Philadelphia, for the Phila- 
delphia & Reading; five points on the C., M. & St. P.; 
Hilbert Junction, for the Wisconsin Central; Merrimac, 
C. & N. W.: Hartford, N. Y., N. H. & H. 

It will be noticed that no crossing (detector) bars are 
shown in the plan; special note should be made of the 
security of substituting the rail circuit, which furnishes 
the rau asure of safety asif the crossing bars were 
extended ..0m derail to derail; the track between derails 
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of the car. Thecab at the rear end is sheathed with 
corrugated iron secured direct to the frame, no wooden 
sheathing being used. There is a band brake on the 
forward truck of the car. 

The shield beneath the car is 32 ft. long with aprons at 
each side to retain the heat, and to prevent side winds 
from carrying the flame to one side of the shield. The 























the heated shield aiding combustion. Until the shield 
gets well heated a small amount of oil can be detected 
on the rail and ties, this being more noticeable when 
heavy oil is used. No inconvenience has been experi- 
enced from greasy rails, as this only occurs when the 
burners are first ignited. Only a few minutes are re- 
quired to get an effective heat after reaching the place 
where the work is to be done. Ties do not catch fire if 
fairly solid. A gang of four men following close to the 
car can put outall ties fired. It is the intention to 



























































must be entirely clear before the opposing route can be ¥/ Gis | ‘ ion 
set up. It will be seen that by using the rail circuit we Si use steam jets from the locomotive in extinguishing 
have furnished a protection not pussible with crossing a } XK fired ties. ; ; 
bars or any mechanical means; ana in considering the Ny 9 a The speed with which the car travels depends upon 
cost of applying electric locking we must deduct there- G a> } the kind cf vegetation to be “scorched.” Early in the 
from the cost of the four crossing bars necessary at a g G season when weeds are tender and not over 5 in. or 6 in, 
single track crossing. 5 high a speed of four miles an hour is practicable; if the 
We have shown detector bars at the derails, but they Ny | / track is covered thickly, and matted with heavy, coarse 
too may be dispensed with, as the rail circuit, through the “eg l f grass, the speed must be reduced to 244 miles an hour. 
action of the home signal lever and the electric lock, oh ay Only the light blades of grass and ean are consumed ; 
prevents the operator from changing a derail whena | the greater part are scorched, and some biades will ap- 
train is passing. | pear quite green after the burner passes over, but they 
The reason for showing detector bars at the derails is ° soon droop, and within 48 hours are dried out and may 
to cover the remote possibility of the operator being able = readily be broken off. With further experience th 
| 
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The National Switch & Signal Company's ; 
to split a train when the electric lock fails to control the | burners may probably be arranged so that greater speed 
derail lever. Thisis very remote, as the electric lock | eS . sii Ahi incall 
acts by breaking circuit, and since gravity is always in) see te Se) TE SEN é f bod 
present we work continually on the safe side. We do S 8 der the shield and aprons, 9 ft. to 10 ft., and for 15 ft. 
not hesitate to recommend leaving off all bars in a N | = lengthwise: with such a fire the heat escaping from un- 
plain crossing, thus makiug the switch lever’s work G | rt a pre sain mencoengaal draft 
much easier. *w é " : : : 
Since the fixed charges for the operation of an inter- N / Pad ‘i ee ve — eon aaewe 4 
locking plant are the greatest expenses attendant upon Re +--+! 2 sos Ki : = are no a ee go ESCO EECS 
signaling, and since these charges are not increased by R 5 a making t #0 cost per mile $1.66. ith proper care 7 
equipping the plant in the most complete manner so as g 5 RS BVEFAgS of 20 miles a pron ain be made eg an aterage ex- 
to secure the maximum protection, economy would sug- _ 5 pense of $50 a day, or $2.50 per mile. The oil used is a 
gest that in the installation of any interlocking plant N 7 wa pian ects —— oe 


the most approved devices should be used. This is dem- 
onstrated by experience and conceded by railroad mana~ 
gers. We delieve that electric locking, while a small 
part of the total expense of installation, is a most neces- 
sary part. The costly accidents that have occurred 
which would have been prevented by the application of 
electric loc king fully demonstrate its economy. 








The ‘Mehison Weed Danian. 


The engravings show plan and vertical section of the 
railroad weed burner now in use on the Atchison, Topeka 
& Santa Fe. The device is intended for destroying 
vegetation between the rails and for a space of 24 to 30 
in, outside of them. ‘This is accomplished by burning 
crude oil, which is ignited under the forward part of the 
shield which is fastened to the under side of the car. 


forward truck is protected by an auxiliary shield 
fastened to the bottoms of the lower arch bars. 

When the fire is started theshield is lowered to within 
three or four inches of the rail, and the aprons on the 
side of the shield then slide on the ground. When 
crossing bridges the shield is lifted to clear the rails 12 
or 15 inches. This is readily done by air pressure from the 
reservoir, acting in the horizontal cylinders or the deck of 
the car, and lifting by means of chains and pulleys as 
shown. Theoil supply is shut off in crossing bridges. 
The moment the oil valves are closed the flame is ex- 
tinguished, and itis as readily renewed when the oil 
valves are opened. The oilis directed against the in- 
clined under surface of the shield. which retains suffi- 
cient heat to ignite the oil even after it has been shut 


from one division toanother. The car has covered over 
1,500 miles this season; on some parts of tbe line it is 
now on its third trip. After each burning a different 
kind of grass and weeds has grown. The engineer on 
the locomoiive has an important duty to regulate the 
speed according to the conditions of the weeds and grass; 
if thin, he increases the speed; and the contrary if heavy. 
The approximate cost of burners, oil tank and the ad- 
ditional pumps on the locomotive was $1,800. 

We are indebted to Mr. George A. Hancock, Assistant 
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Car Fitted with Apparatus 


The intense heat is deflected to the ground by the in- 
clined surface of the under side of the shield. 

The outfit consists ofa car made of iron: an iron shield 
suspended under the car and between the trucks; an 
oiltank car, capacity 4,500 gallons; and one oil tank 
of 806 gallons’ capacity of sufficient strength to withstand 
a pressure of 70 lbs. per square inch. This tank is filled 
from the tank car and air pressure is applied for fore 
ing oil tothe burners. The car, which is 50 ft. long, is 
strengthened by king post trusses at each side, not 
shown in the drawing. There isa metal roof or awn- 
ing over the tank and aircylinders at the forward end 


off for half an hour. In crossing small culverts and 
cattle guards the closing of the oil valves is unnecessary 
the lifting of the shield will carry the flame high 
enough to prevent any risk of firing the timbers. 

The compressed air for forcing the oil through the 
burners and for lifting the shield is supplied by two 
¢-inch Westinghouse air pumps, these being sufficient 
to maintain an air pressure of 70 lbs. with four burners 
in use. The amount of oil required for each burner is 
about eight gallons per mile. A light crude oil is better 
adapted for this purpose than a heavy thick oil. The 
burner does better work after being in use half an hour, 
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for Burning Weeds—Atchison, Topeka & Santa Fe Railway. 


Superintendent of Machinery, and designer of the car, 
:for the foregoing information. There are patents on 
the apparatus. 








Anchorages for the New East River Bridge. 





The specifications and drawings for the cable anchor- 
ages of the new East River Bridge have recently ap- 
peared, and the Commissioners will receive bids on 
Sept. 22. The work contemplated under the specifica- 
tions, which are separate for each structure, consists of 
buildingjan anchorage complete between Mangin and 
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Tompkins streets, in New York; anda like work be- 
tween Kent and Wythe avenues, in Brooklyn. The 
designs for the masonry of the two structures are pot 
quite alike, but so nearly so that we have selected only 
the drawings of the New York anchorage as typical 
plans for reproduction. 

The work to be done in New York will consist of mak- 
ing an excavation of the 
general plan shown in Fig. 
1. This will be dug to a 
depth of 18 ft. below mean 
high-water mark through 
the soft silt which is found 
in the locality, where bor- 
ings have been made. It 
will be somewhat larger 
than the foundation, which 
measures 151 ft. 9in. along 
the axis of the bridge and 
178 ft. 3in. in greatest width. 
The sides of the excavation 
will be supported by sheet 
piling properly braced. In 
the bottom of this excava- 
tion, yellow pine piles not 
less than 10 in. at the smaller 
end or less than 14 in. at the 
cutoff,will be driven with a 
4,000-lb. hammer through 
the underlying clay until 
the penetration from a blow 
of the hammer falling 15 ft. 
is not greater than 2 in. 
The heads of the piles will 
then be cut off 1 ft. above 
the bottom of the excava- 
tion. Then the excavation 
and the space around the 
pile heads will be filled with 
3 ft. of concrete, in which 
will be bedded 12 x 12-in. yel- 
low pine timbers laid 5 ft. 
centers. These timbers will 
be laid level and at right 
angles to the axis of the 
bridge, their tops coming 
flush with the top of the 
concrete. On top of the con- 
crete and the imbedded tim- 
bers a grillage will be built, 
consisting of three courses 
of 12 x 12-in. yellow pine 
timbers, with a top course 
of 10 x 12-in. and 8 x 12-in. 
timbers, alternating and 
laid with the greatest di- 
mension horizontal. Each 
course will lie at right an- 
gles to the course next below, 
and all will be drift-bolted 
together and to the timbers bedded in the concrete with 
1\-in. drift bolts, 22 to 30 in. long, driven into 1-in. holes. 

On the platform thus made a bed of concrete will be 
laid. This will be substantially 14 ft. 2 in. thick, its 
upper surface coming 2 ft. above mean high-water mark. 
At the rearend of this bed of concrete, three chambers 
will be left to receive the anchorage girders for the 
cables. The interior of the cavities will be covered with 
a waterproof coating of asphalt. 

On top of the concrete the regular masonry of the 
anchorage will be built. Figs. 2,3 and 4 show the gen- 
eral form of this and of the supports and the chambers 
for the chains. The masonry will not be solid through- 
out, but there are several chambers and wells left in it, 
as shown. The tunnel containing each pair of anchor 
chains will have vertical walls parallel tothe chain and 
9 ft. apart, with not more than 114-in. rock face. The top 
of the tunnel will not come nearer than 30 in. to the 
metal at any point of the chain. Across the tunnel, 
at the points where the joints in the curved part of the 
upper chain come, plate girders will be inserted. These 
vary from 20 in. to 5 ft. in depth, depending uvon their 
positions, and they will be supported at their ends on 
granite blocks dressed to special shapes. 

The face stone of this masonry from 4 ft. below the 
surface of the ground up to the copings will be of 
granite, while that for backing may be of any stone that: 
has a large specific gravity and great strength and dura- 
bility. The masonry will be laid in regular courses and 
thoroughly bonded throughout. The courses will be 
from 2 ft. 6in.to 2 ft. thick, except in a few cases, the 
thickest course being at the bottom and the others de- 
creasing in thickness from bottom to top. The stones 
of one course will overlap those of the next below 15 in. 
or more. Above the moulded base and up to the 
cornice the work will be rock-faced. Every second or 
third stone of each course will be a header. The vertical 
joints in the face masonry will be full and square to the 
face, and for 12 in. back of the pitch lines they will be 
1g in. in width, while they will not open over 2 1n. at any 
point. The bed joints will be 14 in. throughout. The 
beds and vertical joints of coping will be ¥% in. 
for at least 114 in. back of the face, while the remainder 
of the joints will not be more than yin. thick. The 
course next below the coping will have the outer stones 
clamped with cast steel clamps, and the face stones of 
the coping will be dowelled to the course below with 
14-in. steel dowells extending 6 in. into each stone. 
Face joints will finally be cleaned out toa depth of 114 
in., and pointed in mild weather with mortar made of 
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equal parts, by measure, of Portland cement and sand, 
which will be driven in hard witha calking iron. The 
surface of the joint will then be rubbed smooth with a 
rounded tol. , 

The concrete will consist of machine-broken limestone 
or trap rock ,of not more than 2in. in greatest dimen- 
sion, mixed with smaller stones, of not less than '¢ in. in 
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Half Plan of Top. 
Fig. 1.—Top Plan and Section of Masonry—New York Anchorage, New East River Bridge. 


least dimension. The broken stone will be washed clean 
and thoroughly mixed by machine with sufficient mor- 
tar to flush all voids between stones, but the proportion 
of stone and mortar shall not exceed six parts to three 
by measure. For all concrete and masonry the mortar 
used will be made of 375 lbs. of cement to 8! cu. ft. of 
sand. The cement will be an approved brand of Port- 
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immersed in water 6 days, shall have a tensile strength 
of at least 150 lbs. persq.in. Pats of neat cement set 
in air and then immersed in water shall show no checks 
or cracks. All Portland cement must be fresh and finely 
ground. At least 90 ver cent. must pass through a 
sieve of 10,000 meshes per sq. in. The te st, for to sile 
strength will not be considered final or conci,; .¢ in de- 























Half Section at Top of Base. 


termining the character of any cement. Uniformity in 
quality is desired. 


As will be seen by the figures, the end of each cable 


will be held by two anchor chains. The lower ends of 
these chains are held by an arrangement of plate girders 
placed in the cavities in the concrete foundations, as 
shown in Fig.5. The general plan of these girders is 
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Fig. 2.—Side Elevation of Masonry Showing Position of Anchor Chains, Girders, Bearings and Tunnel—New York 
Anchoraze, New East River Bridge. 


land, of sucha quality that when briquettes of neat 
cement are exposed in air for 24 hours and then im- 
mersed in water for six days they must have 
a tensile strength of at least 350 Ibs. per sq. in. 
Briquettes mixed of one part cement to two parts 
dry sand by weight, exposed in air for 24hours and then 


shown in Fig. 6. The anchor chains for each outside 
cable have a separate arrangement of girders placed in 
the outside chambers seen in Fig. 4, while the chains 
‘or both inside cables are held by the one system placed 
in the central cavity. The girders of each set are 
made with 14 or %-in, webs and with top and bottom 
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flanges and stiffeners, and all are _ joined 
by rivets and angles. The girders vary from 5 ‘ft. 
6 in. to 5 ft. 11 in. in depth, over all. Placed under two- 
header girders of the system, where each chain is held 
by the girders, there isan anchor plate, as shown at LZ, 
and U,in Fig. 5. This consists of a casting with a base 
10 ft. long x 4 ft.9in. wide, divided into 20 compart- 
ments for the reception of each eyebar forming the end 
of the chain. The bottom of this casting rests upona 
series of 20-in. I-beams underneath the anchorage gird- 
ers, while the top, which is 9 ft. 41¢ in. long and 4 ft, 14 
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will be ribbed castings 1 ft. high, with a finished top 9 
in. wide. Each casting will weigh about 2,450 Ibs, 
There will also be castings on the granite blocks under 
the ends of the anchor chain girders which lie across the 
chain tunnels, as seenin Fig.2. These pedestals will 
also be ribbed castings of different forms. Their weights 
will vary from 750 to 2,570 Ibs. 

All of the steel used in the anchorages will be open- 
hearth acid, with less than 0.1 per cent. of silicon; of 
phosphorus, less than 0.05 per cent.; of sulphur, less 
than 0.03 per cent., and of manganese, less than 0.5 per 





so 


Fig, 3.—Front Elevation and Section of Masonry. 


in. wide, comes in contact with the underside of the 
anchorage girders. A 6}8-in. hole passes through the 
whole series of partitions forming the .compartments 
for the end of the chain. This is for the bolt which 
will pass through the end eyebars of the anchor chains. 
The casting is2 ft. 8!¢ in. hi h and weighs approxi- 
mately 11% tons. 

Each anchor chain will be made of eyebars all 9 in. 
wide and of thicknesses of 1%, 13 and 2 in., and 14 ft. 6 
in., 10 ft. 643 in. and 9 ft. 117; in. long. The sections of 
each chain will consist alternately of 19 and 20 of these 
bars placed side by side and joined together by a 613-ip. 
bolt passing through the eyes at the ends. These bolts, 
which are of an average length of about 6 ft. 6 in., have 















SSABIAS.. DAES LN x 
: WY 





— 











Halal . ~| 


Fig. 4.—Transverse Section on Center Line of Anchorage 
Platform, 


a 14¢ in. hole drilled longitudinally through the center, 
through which the 1,7,-in. bolt passes which clamps the 
bars together by means of die-forged washers at its 
ends. The arrangement of the upper or cable end of a 
pair of chains is shown in Fig. 7, Tbe estimated weight 
of the eyebars and pins in one anchorage is 876 8 tons. 
On the granite blocks under each pin jointin the 
lower chain there will be a knuckle plate, as seen in Fig, 
5, with & base 7 ft, long and 2 ft, wide. These plates 


cent. Less than 0.3 per cent. of manganese is preferred 
Carbon will be between 0.15 and 0.25 per cent. The 
maker will have to furnish an analysis of every melt. 
Physical tests of steel will be made on specimens fur- 
nished by the contractor. For this purpose the steel 
will be divided into six grades. That for angles and 
plates, which, when tested in specimens of 1¢-sq. in. 
section, cut from shapes, shall have a maximum ulti- 
mate strength of 68,000 lbs. per square inch., a mini- 
mum ultimate strength of 60,000 lbs. per square inch, a 
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minimum strength of 47,000 Ibs. per square inch, an 
elastic limit of 30,000 lbs. per square inch, with an elon- 
gation in 8in. of 25 percent. All steel castings, which 
are to be thoroughly annealed, must have a minimum 
ultimate strength of over 60,000 lbs. per square inch. and 
a minimum elongation in 2in. of 20 per cent. Four ex- 
tra eyebars, two 9 ft. 11 in. long and two 10 ft. 
6 in. in length, will be made for testing. 
These, when tested, must have an ultimate strength of 
at least 60,000 lbs. per square inch, an elastic limit of at 
least 35,000 lbs. per square inch, and an elongation of at 
least 15 per cent. of the original length of the parallel 
portion of the bar for bars of from 9 ft. to 12 ft. long. 
The steel for angles and plates, eyebars and rolled 
beams when bent cold 180 deg. about a diameter equal 
to the thickness of the specimen shall show no crack on 
the convex side, while steel for pins when bent cold 180 
deg. about a diameter one and one-halftimes their thick- 
ness shall show no crack on the convex side. Specimens 
of rivet steel when bent cold to closing upon themselves 
shall show no crack. Arod in. in diameter, nicked 
one-quarter of the way through, shall bend cold to clos- 
ing without cracking with the nick on the convex side. 
Eyebars will be uniformly annealed by being heated to 
a dark red andthen slowly cooled after forging. The 
bars of each set will be bored to the exact length re- 
quired, the holes having diameters not to exceed sy in. 
greater than those of the pins to be used in 
them, and their length must be so exact that the whole 
set when packed closely together will allow the proper 
pins to pass through all the eyes at both ends simul- 
taneously without binding. 

At the site of the Brooklyn anchorage the present 
elevation of the ground is about 25 ft. above mean high- 
water level. An excavation over the whole area of the 
anchorage, which will be the same in plan asthe one on 
the New York side of the river, but measuring 158 ft. 
along the axis of the bridge and 182 ft. in greatest width, 
will be made toa depth of 11 ft. 6in. below mean high 
water. The rear part of this excavation, a little more 
than half the area of the plan, will be made 4 ft. deeper, 
being sunk to a depth of 15 ft. 6 in. below 0 elevation, 
that is mean high-water level. Piles spaced 3 ft. centers 
will then be driven in three places in the bottom of this 
deeper excavation, coming substantially under the three 
chambers for the reception of the anchorage girders, 
These will then be cut off at an elevation 16 ft. 
below mean high water, and the material around 
and between them dug away 1 ft. below cutoffs, 
This space and for a height of 18 in. above the 
bottom of the excavation is to be covered with a bed of 
concrete, 12 x 12-in. timbers being embedded in it, asin the 
case of the New York anchorage. A yellow pine grillage 
is to be then built on this concrete. The top of the plate 
form will be at two different elevations, the rear part, 
about half, being at an elevation—10 ft., while the fropt 
partis4ft. higher. This grillage will be drift-bolted 
together the same as the other, and the top course will 
consist alternately of 10x12in. and 8x12-in. timbers. 
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Fig, 5,—General Arrangement of Anchorage Chains and Girders, New East River Bridge. 


minimum elastic limit of 33,000 lbs per square inch, and 
a minimum elongation in 8 in. of 20 per cent. The grade 
of steel to be used for eyebars shall have a maximum 
strength of 72,0001bs. per squareinch,a minimum strength 
of 64,000 lbs. per square inch, an elastic limit of 35,000 
lbs. per square inch, with an elongation in 8 in. of 20 per 
cent. Steel for pins is not limited in maximum strength, 
but in minimum it must not fall below 68,000 Ibs. per 
square inch. Its elastic limit will be the same as in the 
last case, while its elongation in 8 in. must be over 17 
percent. The steel for rolled beams will be the same as 
that for angles and plates except that its elastic limit 
will be 32,000 lbs, per square inch. Rivet steel must show 
amaximum strength of 56,000 "lbs. per Square inch, 3 


Concrete will be placed on this timber platform up to 
high-water level, with girder chambers built and lined 
the same as described. On top of this bed of concrete, 
the top of which will be level, the anchorage proper, of 
coursed-stone masonry, will be begun. This anchorage 
will be substantially the same as that to be built in New 
York, the anchor chains, anchorage girders, etc., being 
exactly the same. 

The earth excavation in Brooklyn, if the sides be 
sheeted vertically, will be 34,000 cu. yds. There will be 
1,710 cu. yds. of concrete below the timber platform, 
and 8,740 cu. yds. above the deck to 0 elevation. There 
will also be 435 cu. yds, that will replace masonry above 
the deck beams at the topof the anchorage girders, 
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Arrrangemement of Strand Shoes. 
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Fig. 7.—Anchor Chains for New East River Bridge. 


making a total of 10,885 cu. yds. There will be 432 piles 
required. The timber platform will require 120,000 cu. 
ft. of yellow pine and 67 tons of drift bolts. There will be 
44,597 cu. yds. of stone masonry in the anchorage, 876 tons 
of steel in the anchor chains, 474 tons in the girders, and 
203 tons in the castings, a total of 1,553 tons of steel. 

The bids will be based upon the whole work to be 
done. Where piles are required they will be paid for 


line, and the shroudsturned. The engine is llin. x 15 
in. of very substantial design and securely bolted to the 
main frame. There is an automatic stop so that the 
sliding head can be brought to rest automatically at the 
top of thestroke. The small cylinder on top of the 


main frame is for counterbalancing the head by means 
of compressed air or steam,which is admitted to the un- 
der side of the piston. This does away with awkward 
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The ‘ Perfect” Surface Cattle Guard. 


per pile as indicated in the form of proposal, and the 
Commissioners will hereafter indicate the amount of 
pile driving to bedone. After the masonry is built to the 
level of the last joints of the chains next to their upper 
ends, work upon it will cease, at least on that portion 
nearest the river, and this cannot be resumed until the 
cable strands are completed and fully adjusted in place. 

In our issue of July 31, 1896, we gave a description and 
general plan of this bridge; and again, on May 28, of this 
year, we illustrated and, described the work to be done 
on the foundations for the Brooklyn tower. 








A New Surface Cattle Guard. 

The Kalamazoo Railroad Velocipede & Oar Co., of 
Kalamazoo, Mich., is now introducing a steel surface 
cattle guard, somewhat different in principle from those 
now in use. The common idea seems to be that asur- 
face cattle guard to turn animals must present a series 
of jagged points and on one Western road there is in use 
a guard where ordinary barbed fencing wire is strung 
along the ties parallel to the rails. The surface guard 
here shown is intended to avoid injuring cattle in this 
way. There being no sharp projections, this makes it 
easier for trainmen or section-men to cross. 

At the first step an animal’s foot slides forward and is 
directed by the inclined planes into one of the pockets. 
The forward step is then prevented as the foot is held 
down by the front plate which brings a pressure just 
above the ankle while at the same time the foot is free 
to be withdrawn. 

This guard is known as the *‘ Perfect” and is made in 
three sections, one 50 in. wide covering the space be- 
tween the rails, while sections, each 22 in. wide, are used 
outside the rails. Each section consists of two side 
plates of No. 8 open-hearth steel and six parallel sheets 
of No. 18 steel, flanged as shown, and riveted to the side 
plates. The side plates are cut to fit over the sleepers, 
and are secured to them by spikes at the ends of the sec- 
tions. These guards are given two coats of paint, ap- 
plied with a brush, before leaving the shop. 

Weare advised that these cattle guards have given 
satisfaction on railroads in the South and West, where 
they have been used. 








A Heavy Bar Shear of Recent Design. 





The accompanying engraving shows a recent design of 
a heavy bar shear when driven by aneagine. This ma- 
chine, which is now being made by the Hilles & Jones 
Co., of Wilmington, Del., is intended especially for shear- 
ing plates up to 24 in. as well as for the shearing of billet 
work, and is equal to shearing 4 in. x 4 in. hammered 
billets cold. Jt will be noticed that the tool is very com 
pact with bearings well supported; gearing is large and 
substantial, spur wheel being shrouded to the pitch 


lever counterbalancing and makes a neat and substan™ 
tial job. The same type of machine of smaller sizes and 
of different widths between the housings is also sup- 
plied. 








Foreign Railroad Notes. 





A press dispatch states that a few days ago the pas- 
sengers ina sleeping car between Vienna, Austria, and 
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Fig. 6 — Arrangement of Anchorage Girders, 


Carlsbad were robbed of over $20,000 by thieves who en- 
tered the car and chloroformed every occupant. 





The development of coal production in Austria during 
the past 10 years resembles that of some of our newer 
mining districts. The coal production increased from 
10,759,196 kilometric tons in 1886 to 28,111,825 in 1895—161 
per cent. Nearly two-thirds of the present production 
is lignite, an inferior but still valuable fuel. <A great 
part of this lignite (chiefly produced in Bohemia) is 
exported, while Austria imports almost as much stone 
coal as it produces. One little railroad carried 8,290,000 
tons of lignite in 1896, against 3,870,000 in 1886, Coal 
made up nine-tenths of its freight. 








Prices of Car Couplers. 

in accordance with the instructions contained in the 
Rules of Interchange for 1897, the Secretary of the 
Master Car Builders’ Association has just issued the 
September price list of couplers and coupler parts. The 
list contains prices on 33 different makes of couplers. 
The Burns, Edwards, Empire, Eureka, Gifford, Inter- 
state and Johnston coupler companies were asked to 
quote prices, but did not do so. 


HILLES & JONES 
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WILMINGTON DELAWARE 





“Hilles & ‘jeneel New Heavy Bar Shear. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 


in railroad officers, organizations and changes of 


companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and im jortant to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
io recommend them editorially, either for money or 
in consideration of advertising patronage. 


The Interstate Commerce Commission has ‘‘recom- 
mended” a reduction of freight rates on the Eureka 
Springs Railway, as will be seen by a decision, pre- 
pared by Chairman Morrison, which is reported in 
the traffic columns of this paper. Thus, after 104 
years, the Commission, in abandoning its mandatory 
way of expressing its opinions and adopting recom- 
mendatory language, conforms tothe spirit of the 
law. Any one of the commussioners, acting in 
his personal capacity, would have made this 
change long ago, we should think, simply from a 
sense of the fitness of things, for it is not apparent 
that the use of judicial verbiaze has: ever induced 
while such ‘* orders 
have been disobeyed so many times that the fact 
that they were not orders, in any true sense, has be- 
come evident to everybody. The changed attitude 
of the Comission is due, of course, to the decision 
of the Supreme Court last May (Railroad Gazette, 
June 4, pages 389, 399) to the effect that the Commis- 
sion could not prescribe rates, and therefore 
could deal only with past transactions. Chair- 
man Morrison however, to 
call attention to Section 15 of the Interstate Com- 
which requires the Commissicn, if it 


obedience toa single order: 


takes occasion, 


merce Law, 
finds that injustice has been done—as, for instance, 
by the persistent maintenaace of a rate which is too 
high -to deliver to the carrier *‘a notice” 
such injustice—that is, to cease charging the high 
rate—within a specified (reasonable) time. The 
general tenor 0. this clause of the law indicates that 


to ceuse 


the framers of it contemplated something more than 
and yet the word ‘* notice” 
is scarcely stionger than *‘ recommend,” and when 
Mr. Morrison interprets it to mean ‘* notify and re- 


a mere recommendation: 


quire,” as he does here, he is not hkely to convince 
Judge Brewer that the view of the Supreme Court 
ought to be changed. At best the law is somewhat 
ambiguous—which is not to be wondered at, for the 
men who framed it were beset with conflicting and 
puzzling v.ews, and, no doubt, inserted some ambigu- 
ous clauses intentionally—and,as we have seen, by 
Judge brewer's decision, and by some others from the 
same court, the resulting doubts may well be settled 
in favor of the estab'ished order of things. To decide 
the other way would produce radical changes, which 
the courts rightly declare must be left to the legisla- 
tive branch of the government. 


British Railroads for 1896, 

Inasmuch as Great Britain is by all odds the mest 
important customer fer our exports ot domestie 
products (the United Kingdom takes as much of 
our surplus as all the rest of the world together) 


we ought to be rejoiced at every evidence of 


prosperity in the British Islands. Even the most 
credulous «lisciple of the tempestuous and talkative 
Morgan must see that the more money our best 
customer has the better for our trade. For this 
sordid reason, if for no higher one, it is a pleasure to 
take up the blue book of Railway Returns for Eng- 
land and Wales. Scotland and Ireland for the year 
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1896, which has recently been issued. We learn here 
that the aggregate earnings of the railroads of the 
United Kingdom were greater than for any other year 
in their history. This is true also of the net earnings, 
of the number of passengers carried, of the tons of 
freight carried and of the gross earnings and net 
earnings per mile of line worked, which latter is in- 
deed a very ren arkable outcome. 

In taking up the figures of this report somewhat 
specifically we shall make occasional comparisons 
with the results of railroad working in the United 
S'ates, although, unfortunately, our statisticians 
have not yet given us the results for 1896.* Therefore, 
the comparison will be between the railroads of the 
United Kingdom for the year ending Dec. 31, 1896, 
and the railroads of the United States for the year 
ending June 380, 1895. 

The total miles of railroad open for traffic at the 
end of 1896 in the United Kingdom was 21,77, which 
was but 103 miles more than in 1895 and only about 
1,000 miles more than in 1891. Of this, 11,589 miles 
(544 per cent.) had two or more tracks; the rest, 
9.688 miles, was single track road. In the United 
States the railroads were 180,657 miles, of which less 
than 11,000 miles, or about 6 per cent. of the total, 
was double track vr more than double track. 

The miles of railroad for each 100 square miles of 
territory in the Unitcd Kingdom amounted to 17.2; 
in the United States there were 6 miles of railrcad 
for each 100 square miles of area. The miles of rail- 
road for each 10,000 inhabitants in the United King- 
dom amounted to 5.3 and in the United States to 26.6. 
We see thus that each mile of British railroad had 
1.900 people to support it, while in the United States 
there were only 380 people to support a mile of rail- 
road. Furthermore, in the United Kingdom these 
people were crowded into six square miles ; in the 
United States they occupied 17 squire miles. Obvi- 
ously, the traffic must be much heavier and the profits 
of railroad working greater in the more thickly 
peopled and richer country. 

lhe British statisticians do not give passenger 
miles or ton miles, and therefore we can make no 
comparison of these units of traffic. The revenue 
train-miles run on the railroads of the United King- 
dom in the year were 353,406,000, which is equivalent 
to 23 trains, each way, over every mile of rail- 
road in the Kingdom every day. In the United 
States the revenue train movement was only 64 
trains per mile per day. The gross traffic earnings 
per mile of the British railroads (not the total in- 
come) amounted to $19,48), and in the United States 
to $6,050.4 

In order to make a comparison on somewhat more 
equal conditons we will take the roads of England 
and Wales alone and compare them with ‘those of 
Groups land 2 of the Interstate Commerce Commis- 
sion, these groups includinz the New England and Mid- 
States. We tind that these English railroads earned 
$23,863 gross per mile from traffic alone, and the 
American roads $15,000. 

The nes earnings of all the railroads of the United 
Kingdom amounted to $9,253 per mile and of all the 

railroads of the United States to $2,712. 

We have said that the year was one of great pros- 
perity for the British roads. In fact the gross earn- 
ings from all sources for the year amounted to about 
$438,000,000, which was an increase of 4.9 per cent. 
over the preceding year and was the greatest absolute 
earnings for the whole system ever made. The net 
earnings were $195,000,000, an increase of 5 per cent. 
over the preceding year. The passenger earnings in- 
crea-ed 4.7 per cent. and the freight earnings 4.9 per 
cent. 

The total paid-up capital of the railroads of the 
United Kingdom amounted to £1,029,475,335 or $236,- 
000 a mile, of which 72 per cent. was in common, 
guaranteed and preferential stock; <7 per cent. was de- 
benture stock (corresponding to our bonded debt), and 
the rest was loans. The total debt per mile of the rail- 
roads of the United States amounted to $63,206 ac- 
cording to the Interstate Commerce Commission, or 
but little morethan one-fourth that of the British 
roads, and the aggregate capitalization for all of our 
railroads was 10,964 million dollars. Of this 45 per 
cent. was stock, 49 per cent. funded debt and six per 
cent. floating debt. 

The net receipts of the railroads of the United 
Kingdom amounted to 3.88 per cent. on all the paid- 
up capital. About 5} per cent. of this capital re- 
ceived no interest. On the other hand, the dividends 
paid on the railroads of the United States amounted 
to but 1.7 per cent. on the total capital stock (Poor 
makes it 1.54 per cent. in 1896), and in the United 
States 70.06 per cent. of the stock paid no dividends 


* Since this was written we have received Poor’s Manual 
for 1596; buc we need not revise the figures. 

td n converting pounds to dollars we have taken each pound 
at $1.37. 


whatever, and 16.71 per cent. of the funded debt re- 
caived no interest. 

From this comparison we might draw several con- 
clusions, as for instance that the United States has 
too many railroads for its population, or that the 
rates in the United States are unreasonably low. But 
we refrain, m2rely suggesting that the railroads of 
England seem to be a fairly efficient, economical and 
remunerative machine of transportation in spite of 
their great cost —perhaps partly because of it. 








The Counterbalance Tests of the Strong Locomotive. 

Mr. Geo. S. Strong, in his letter pub!ished in our 
issue of August 13, took exceptions to a statement 
made in a previous issue regarding the tests of the 
Strong balanced compound locomotive at Purdue 
University. In mere matters of opinion little can be 
gained by present discussion, and we shal] not attempt 
to deal with such portions of the letter, merely remark- 
ing that some Superintendents of motive power have 
a way of making very broad statements offhand, but 
when they are asked to put themselves on record 
they become extremely cautious. Such general re- 
marks as Mr. Strong quotes should seldom be taken 
seriously. Thestatements regarding compound loco- 
motives are quite different from those heard when 
the subject was up for discussion at the last meeting 
of the Master Mechanics’ Association. 

Leaving out, therefore, all reference to opinions 
and quotations from unknown parties, the first point 
is that of the recent tests of the balanced engine at 
Purdue. In speaking of the relatively small prac- 
tical \alue of these, we did not say that the question 
of counterbalancing was not important. It is, how- 
ever, quite safe to say that the investigations made 
in the last few years have shown that for all prac- 
tical purposes the counterbalance question is settled 
until the conditions governing locomotive practice 
are radically changed. 

In referring to tne counterbal ince tests of Schenec 
tady No. 1, at Purdue, Mr. Strong has made an error. 
These tests were described in a paper by Professcr 
Goss, read before the American Society of Mechanical 
Engineers, December, 1894. That paper gives the ex- 
cess balance in the main driving wheel as 204.5 Ibs. 
and in the rear driving wheel 400.8 lbs., which latter 
figure Mr. Strong hastaken to be the excess balance 
on one side of the engine. The Purdue engine was in 
perfect balance horizontally, a condition not to be 
found in read practice. This was necessary because 
of the construction of the old Purdue testing plant. 
The new plant, now in operation, does not require 
the locomotive to be in complete horizontal balance. 

Instead of ‘* the excess balance on each side of the 
engine being 400 lbs.,” the excess balance in the rear 
driver alone was 400.8 lbs. and Professor Goss, in the 
same paper, says that comparing with the six differ- 
ent rules in common use for balancing locomotives 
for the road, the relative weights of the counter- 
balances in the Purdue engine appear as follows: 





Main driver. Rear driver. 





so _ » A, for freight serv -, | 
17.8% too heavy 107.6% too heavy 


191g “| 67.6%“ 
06. * “| 5697 % 
‘3.5% * light | 569% 
“40g "| aT 

« « lage 


“ heavy| 54.2% “ °* 





By — average of five rules 
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In view of the fact that the rear driver which, if 
on the road would have been considered very badly 
balanced was lifted from the supporting wheels; and 
that the main driver, which was counterbalanced in 
accordance with the common rules, did not leave the 
supporting wheels, Mr. Strong’s remark about ccm- 
pound engines‘with 800 lbs. excess on one side will not 
appear. so alarming. 

Professor Goss says: ‘‘ It will be seen that the wire 
from the maia driver shows but slight variation in 
thickness, notwithstanding the high speed (812 revo- 
lutions a minute) and it may be said that no wire 
was ever obtained from this wheel which gave evi- 
dence that the wheel left the track. From mathe- 
matical considerations it can be shown that this 
wheel should not be expected to lift at speeds b2low 
80 miles an hour (428 revolutions per minute).” It 
might also be said that the diagram, shown by Pro- 
fessor Goss, of a wire taken from the main driver at 
a speed of 58.3 miles an hour (312 revolutions a min- 
ute) shows no greater variations in thickness than 
the ones we have seen from the Strong balanced loco- 
motive. The pressure of the steam on the piston, as 
the engine was run in forward motion, always ex- 
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erted a downward pressure on the main driving 
wheel, but this pressure would not be sufficient to 
account for the wide difference in the wires from the 
main and rear drivers. 

It is quite possible that there are two-cylinder en- 
gines in use in this country where the excess balance 
on the low-pressure side is 800 pounds. Assuming 
that on these engines the excess is two-thirds the 
total weight of the reciprccating parts, the weight of 
such parts would amount to 1,200 pounds. Now the 
total weight of the reciprocating parts on the low- 
pressure side, with pistons 30 inches in diameter, of 
express and freight engines used by the London & 
North Western, is between 730 and 780 pounds, which 
is merely an example of English practice in this re- 
gard. still Ma. Strong asserts that American de- 
signers have reached the limit in the matter of re- 
ducing the weight of the reciprucating parts. 

A ten-wheel, two-cylinder, compound locomotive 
recently built has the following dimensions: Cylin- 
ders 20 in. and 32 in. in diameter by 24 in. stroke, 
total weight 134,300 lbs., weight on drivers 103,100 
lbs., diameter of drivers 66 in. If we take Mr. 
Strong’s figure and assume that on the low-pressure 
side of this engine, 800 lbs. is the portion of the recip- 
rocating parts required to be balanced, and if each 
side of the engine were balanced independently of 
the other, an excess of 267 lbs. would be required in 
each driver on the low-pressure side. The weight on 
each driver of this engine is 17,183 lbs. The Com- 
mittee on Counterbalancing, in its report to the 
Master Mechanics’ Association in 1896, fixes the 
limit to the amount of excess balance which 
may be put in each wheel as follows, assuming 
the maximum speed in miles per hour to be equal 
to the diameter of the driver in inches. We 
quote trom the report: ‘‘In order that the wheel 
shall never leave the rail, 40 times the portion of the 
weight of the reciprocating parts added to each 
wheei must not exceed its static pressure on the rail. 
To insure safety it should not exceed 75 per cent. of 
such pressure.” Applying this rule to the case in 
hand, 40 times the excess in each wheel would be 
10,680 pounds and 75 per cent. of the static pressure 
of each driver is 12,887 pounds, so that our weight is 
2,207 pounds inside the safe limit. 

At the last meeting of the Master Mechanics’ Asso- 
ciation the Committee on Counterbalancing reported 
that the rules laid down the year before had worked 
satisfactorily when applied to engines in service. As 
the former recommendations were confirmed, it is 
probably practicable to have as much as 800 lbs. ex- 
cess on a side for engines similar to the one for which 
dimensions are given above, without the drivers 
lifting from the rail at speeds for which they are 
adapted and designed. In this connection it might 
be said that in balancing two-cylinder compound lo- 
comotives it is usual to put a pcrtion of the excess 
balance for the low-pressure reciprocating parts in 
the drivers on the high-pressure side of the engine, as 
a better riding engine is thus obtained. The new 
two-cylinder compounds for the Northern Pacific are 
so balane.d. These are used on a portion of the road 
where the rails weigh only 56 Ibs., and the rails have 
not been kinked or apparently damaged by the excess 
balance. 

Applying the same limiting rule to the rear driver 
of Schenectady No. 1, which liftedfrom the support- 
ing wheel at a speed of about 60 miles an hour, we 
tind 40 times the excess balance equals 16,000 Ibs., 
while 75 per cent. of the static pressure on this driver 
is 10,500 Ibs., soit is very apparent how far out- 

ide the limit of approved practice was the balancing 
of the Purdue engine. The dimensions of this engine 
are as follows: Cylinders, 17 in. in diameter by 
24-in. stroke; total weight, 85,000 Ibs.; weight on 
drivers, 56,000 Ibs. ; diameter of drivers, 63 in. : 
weight on each driver, 14,600 Ibs. 

As we said in our issue of August 6, the subject 
of locomotive counterbalancing has already been 
very thoroughly discussed; and while there have been 
numerous instances of rails and bridges being badly 
damaged by the excess balance, the damage has 
always been caused by locomotives badly _bal- 
anced or by heavy engines with small drivers run 
at excessive speeds. We know of no in:tances which 
would go to prove that an express locomotive, de- 
signed according to the best American practice and 
balanced in accordance with the rules approved by 
men who have carefully studied the subject, has ever 
damaged the rails at speeds thus far attained, and so 
far no good reasons have been presented for making 
radical changes in the present arrangement of the 
reciprocating parts. If, however, improvements can 
be made which will not complicate the moving parts 
of locomotives or materially increase the first cost, 
and which can better accomplish the results obtained 
by present methods, such improvements will receive 
all the attention they merit. The Strong balanced 
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engine tested at Purdue University cannot be classed 
with such improvements. 

Designers could save themselves both time and 
money if they would keep in mind the fact that 
those who have charge of the maintenance of loco- 
motives are ever striving for simplicity in construc- 
tion. Any scheme which involves greater complica- 
tion than now exists in the best practice will not be 
received with favor when some simple, practical 
arrangement is known which will accomplish- the 
same purpose. 
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Chicago, Milwaukee & St. Paul.—This report, which 
is for the year ending June 30, shows a considerable 
falling off in revenue, though not enough to affect div- 
idends. In the past year, as in 1896, seven per cent. was 
declared on the preferred and four per cent. on the com- 
mon. The amount required for dividends in the year 
was $3,737,459, and although revenue fell off $2,195,000, the 
balance after deducting dividends was $845,000. There 
was a decrease in all items of income. Passenger revenue 
fell off $430,000; freight earnings were $1,783,127 less, and 
the aggregate gross $2,195,061 below the 1896 totals. The 
percentages of decrease were seven per cent., 7.46 per 
cent. and 6.7 per cent. respectively. But by asaving of 
a round million dollars in working expenses the loss in 
net was just half that reported in gross, Or $1,095,792. 
The summarized results for three years given below 
show that 1697 seems a poor year only when compared 
with 1896, which, because of an exceptional movement 
in agricultural products, gave the company the largest 
gross it had ever reported: 











Earnings; 1894. 1895. 1896. 1897, 
Freigh'..... -». $21,550,687 $18,978,263 $23,887,930 $22,104,802 
Passengers .. . 7,311,822 5,852,781 6.147.679 5,717,496 
Maile, express,ete. 2,465,442 2,504,325 2,646,220 2,664,469 

Gross... +eeee $31,327,951 $27,335,369 $32,681,829 $30,486,768 


Warking Expenses: 
Maintenance of way . 

and structures..... $1,4€9,838 $3,703,406 $41,374,724 $4,334,955 
Maintenance of roll- 


ing stock........ .. 2,698,459 2,085,309 2,942,294 2,464,838 
Conducting transpor- 
NGGMMR dec csicedces: as 9,621,027 8,318,188 9,102,785 8,475,313 


Loss and dam2ge to 

persons and prop’ty 444,178 293,132 251,676 229,177 
General offices, agen- 

cies andadv’tising. 1,002,289 966 955 992,079 984,205 

















Mileage of cars...... 217.181 139,819 183,314 210,257 
yee ee 1,199,077 =1,084,7(0 1,082,084 1,181,231 
Renewal account.... ....-.-.  ssees 350,000 200,000 
Miscellaneous........ 462,283 421,913 397,851 494 562 

Total eapenses..... $20,114 332 $17,013,753 $19,876,808 $18,877,539 

Net earnings .....- 11,213,619 10 291,616 13,005,021 11,909,229 
Average miles w’k’d 6,147 6,159 6,153 6,152 


It will be seen that the year just closed has been on the 
whole a prosperous one. The year just begun promises 
to make as good a showing as ever before in gross, and 
net ought to be in excess of any total ever reached in the 
company’s history. In July, 1897, gross earnings were 
$167,000 more than in July, 1896; and in August the in- 
crease was $256,000. Dividends have been well main- 
tained through the recent years of depression; the pre- 
ferred has received seven per cent. each year and the 
common two per cent. in 1892 and four per cent. in each 
year since, except in 1895, when two per cent. was paid. 

It is interesting to note in passing how the year’s re. 
sults on the St. Paul compare with the exhibit made by 
the Chicago & Northwestern, which is in many respects 
similarly situated in its last fiscal year to May 31, 1897. 
The earnings of the latter road were $30,977,000, about 
214 millions less than in 1896, when an increase of $5, 
380,000 had been reported. Net earnings were $11,038,000, 
just about a million below those of 1896, when an in- 
crease in net of $2,243,000 was reported. it will be seen 
that 1896 was an exceptionally favorable year for both 
roads, Northwestern’s dividends, at the present rate, 
seven per cent. on the preferred and five per cent. on the 
common, call for $3,518,(00, and its surplus after this 
payment was $1,171,971. The St. Paul’s dividend pay- 
ment was nearly 3°¢ million dollars, though it paid only 
seven and four per cent. and its surplus was $2,707,753. 
It is seen that although the St. Paul operates 2,700 more 
miles than than the Northwestern proper, the revenues 
of the two companies are about the same, and that their 
business has been affected also in about the same pro- 
portion by the special conditions operating in the ter- 
ritory where their greatest mileage is located. 

The earnings in 1896 on both roads were large be- 
cause of the good crops of that year; the tonnage of agri- 
cultural products on the St. Paul increased, for instance, 
1,051,680 tons, bringing the total up to 3,846,426 tons. 
But general traftic was also much better in 1896, in- 
creasing 682,433 tons, or up to 8,363,629 tons. Although 
we know St. Paul as a granger line, it is worth noting 
how much larger the general commodity traffic is, 68.5 
per cent, of the whole. In 1897 these figures are altered 
to some extent and therein we find the explanation of 
the decline in earnings. Agricultural products, as a 
whole, did not fall off, but the company lost in general 
traffic. It lost in coal, which is the largest single class 
of freight (nearly 300,000 tons more than wheat 
in 1897, and 550,0L0 tons more in 1896), 202,112 
tons; in iron and _ steel the loss was over 
100,0C0 tons, and there other large losses. The 
falling off is attributed by President Miller to the 
general business depression. This is undoubtedly true 
enough, sothat, if the present outlook for prosperous: 
times holds out, the St. Paul ought to more than regain 
thisttraffic, besides hauling the immcnse quantities of 


wheat, which the high prices and expert demand will 
send over its lines. The St. Paul, it should be recalled, 
profits immensely by a good wheat crop. The total agri- 
cultural tonnage was 33.5 per cent. of the whole; min- 
eral traffic is 18.5 per cent.; animal traffic, 7.18 per cent., 
while merchandise is 845,112 tons or 7.31 per cent.,and but 
194,009 tons below the wheat tounage. In 1895 the mer- 
chandise carried was 187,000 tons more than the wheat, 
so that although we call the St. Paul a wheat road it is 
to be borne in mind that several other classes of freight 
give nearly as heavy a traftic. 

The ton-mile rate was better than last year; it was 
1.008 cents against 1.003 cents in 1896; but it was L.075 
cents in 1895. Just 10 years ago, in 1887, the rate was 
1.009 cents. There was a heavy decrease in ton mileage, 
188,426,908, or 7.91 per cent., but something over half as 
great a reduction was effected in revenue train mileage, 
which was 22,285,659 in 1896 and 21,199,466, or 6.8 per 
cent. less. The saving was entirely in freight train 
mileage, passenger train mileage, as usual, not proving 
so easy of regulation. In fact, it was 7,819,919 miles in 
1897 against 7,788,709 in 1896, although passenger revenue 
fell off $430,000. The saving in freight train mileage 
was 8.4 per cent., and this with the higher ton-mile rate 
effected a small increase in freight train mile revenue, 
which was $1.6834 against $1.6758 last year. In the 
other items of train handling the  improve- 
ment of the previous year was not maintained, 
in 1897. The average miles each ton of freight was car- 
ried was 189.82 miles, a decrease of 5.24 miles, or 2.69 per 
cent. The number of tons of freight carried per loaded 
car was 10.74, against 10.90 last \ear, a decrease of 1.47 
percent. The number of tons of freight per freight- 
train mile was 167.02, against 167.08 last year. 

In the expenditures pertaining to maintenance of way 
and structures, there was an increase from the previous 
year of renewal of rails, $212,547; repairs of buildings, 
$4,161; a decrease of repairs of track, $14,867; renewal of 
ties, $95,558; repairs of bridges, $119,730; repairs of fences, 
$26,320—making a net decrease from the previous 
year of $39,768. New rails to the amount of 23,625 tons 
have been laid during the year, an increase of 1,145 tons 
over the amount laid in 1896; and 1,880,372 crossties have 
been placed in track, a decrease of 141,454 from the 
number used in the previous year. ‘The expenditures 
for repairs of bridges include the total cost of 24 iron 
bridges, aggregating 3,155 ft. im length, replacing 
an equal number of wooden bridges; the filling of 
about 4 1 miles of pile bridges with earth, 313 bridges 
having been completely filled and 116 reduced in length 
by filling; and the replacing of 130 wooden culverts with 
iron. The expenditures for maintenance of rolling 
stock during the year were $2,464,838, a decrease of 
$477,456 from the expenditures of the ‘previous year on 
this account, and include the amount of $285,452 
charged to repairs of locomotives and cars to replace the 
loss of equipment during the year, and also general re- 
pairs of 247 locomotives and 10,195 cars. In the items 
pertaining to conducting transportation there was a 
decrease in expenses of $627,472. 

At the close of the year 33 coal cars, 100 carriage cars 
and 250 stock cars were under construction in the com- 
pany’s shops for replacement at an estimated cost of 
$185,000, and orders have been given for six locomo- 
tives, also for replacement, the cost of which will be 
about $60,000. There has also been expended during the 
year for new and additional rolling stock, and for air- 
brakes and automatic couplers and for other improve- 
ments to rolling stock the sum of $303,230, which has 
been charged to cost of road and equipment. 

The charges to capital account during the year for the 
improvements was $780,478, and cost of road and equip- 
ment now stands at the balance sheet at $212,594.714. 
The principal charges in 1897 were $308,000 for- equip- 
ment: $206,479 for ballasting, and $185,698 for second 
track, such additions during the year amounting to 227 
miles on the Chicago & Council Bluffs division in Illin- 
ois. 

At the close of the last year the share capital of the 
company amounted to $72,923,161; and consisted of 
$26,895,900 of preferred stock, and $46,027,261 of common 
stock. It has been increased during the present year by 
$2,159,000 of preferred stock, issued in exchange for the 
same amount of convertible bonds canceled. 

The funded debt is now $137,762,000, a decrease of 
$1,399,000 since the last report. The new issues of gen- 
eral mortgage bonds during the year have been $268,000 
for underlying bonds purchased and canceled by sinking 
funds, $1,436,000 bonds exchanged for underlying bonds, 
$221,000 for underlying bonds maturing July 1, 1897, 
paid and canceled, and $759,000 for additions and im- 
provements to the property; total increase $2,684,000 
general mortgage bonds. The bonds retired have 
amounted to $4,083,000. 

President Miller's concluding remarks on the general 
situation are as brief as forcible, and we quote them. 
The Supreme Court has decided that railway associa 
tions are a violation of the law against trusts. There- 
fore all attempts at maintenance of such associations 
has been abandoned in the territory in which your lines 
are situated. No great harm is likely to follow, inasmuch 
as the associations had ceased to be of any special value, 
and were not likely to be, so long as pooling is prohibited 
by law. It is to be hoped that in time Congress will see 
the wisdom of permitting pooling and make it practi- 
cable to maintain rates and avoid discrimination. 





lllinois Central.—The report of the Lllinois Central 


for the year ending June 30 is just received and is of 
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somewhat unusual interest, for several reasons. The 
number of miles worked amounted to 3,130, an increase 
of 63 miles, or 2.04 per cent. over the preceding year. The 
gross receipts amounted to $22,110,937, the increase being 
about 144 of one per cent. The working expenses in- 
creased 5.56 per cent. and the net receipts accordingly 
declined 8.22 per cent., or in the amount of $665,000, 
making them $7,427,000. 

Although the gross receipts increased slightly they de- 
creased 1.52 per cent. per mile of road, making them 
$7,064. The net receipts per mile were $2,373. The 
earnings, gross and net, per train mile decreased, the 
gross 5.30 per cent., the net 13.50 per cent. 

Such increase as there was in earnings arose from the 
volume of freight movement. The tonscarried increased 
three per cent. and the ton miles almost 12 per cent., the 
total ton-mileage having reached 2,258!¢ million. The 
haul increased as did the trainload; that is, the average 
baul was 227 miles against 209 miles. The average train- 
load (derived from dividing the ton miles by the freight 
engine miles) amounted to 194 tons in 1897 and to 182 
tons in 1896. Notwithstanding the increased volume of 
freight, the longer haul and the economies possible 
through the greater trainload, the earnings were kept 
down by a diminished rate; that is, in 1896 the 
average receipts per ton per mile amounted to 0.745 
cent., but in the last year they amounted to only 0.671 
cent., a decrease of almost 10 per cent. in the rate, which 
has now come to be one of the very low average rates of 
the country. The New York Central by its last annual re- 
port hauled its freight at an average of 0.67 cent per ton 
mile, the Lake Shore 0.549 cent, the Erie 0.588 cent and 
the Pennsylvania Railroad proper (east of Pittsburgh) 
0.564 cent per ton-mile. The average ton-mile rate of the 
Chesapeake & Ohio last year was 0.475 cent. 

The earnings from passengers decreased 4.1 per cent. 
to $4,214,461. There was a very small increase in the 
number carried, but the passenger miles decreased 4.1 
per cent., and amounted to $212,985,000. The passenger 
rate remained precisely the same, namely, 1.979 cents 
per mile. With the somewhat diminished movement of 
passengers there was an increase of 7.86 per cent. in 
passenger engine miles and consequently a decrease of 
9.63 per cent. in earnings per passenger train mile; that 
is, these earnings amounted in 1807 to 77.44 cents; in 1896 
they had been 85.69 cents, 

The total revenue available after paying fixed charges 
and rents amounted to $3,699,462. The sum of $150,000 
was set apart for future betterments and the sum of 
$2,625,000 was paid out in dividends at five per cent., 
leaving $924,462 carried forward to the surplus divi- 
dend fund. 

The total operating expenses amounted to $14,684,000, 
an increase of 5.56 per cent. over the preceding year. 
The heaviest increase in the great items was 12.58 per 
cent. in maintenance of way and structures, which 
amounted to $3,594,000. Maintenance of equipment was 
increased 6.13 per cent., to $2,718,000. The passenger 
train expenses and the freight train expenses were in- 
creased 71g and 31, per cent. respectively. In mainte- 
nance of way and of equipment 281¢ per cent. of the 
gross earnings was expended, and the year before the 
amount expended on these items amounted to a little 
more than 26 per cent., or say $5,749,000. During the 
year two years’ supply of rails was purchased at “ ex- 
ceedingly low prices,’”’ and over 30,000 tons of new steel 
was put into track and charged to maintenance. 

All of the company’s rolling stock, except 10 locomo- 
tives, was at the end of the year, on the track fit for ser. 
vice, which is surely an unusual condition of things. 
Contracts have been made for new locomotives to re- 
place those out of service, and the company is able to 
handle promptly an increased tonnage. 

We get in this report for the first time, so far as we 
have noticed, some statements of the results of the effort 
to distribute ownership of the Illinois Centra] stock 
among the employees and those resident along the line. 
It appears that outside the Board of Direction there are 
now 399 officers and employees owning 1,969 shares of 
stock of the company, and 1,624 have made partial pay- 
ments on account of further purchase of one share 
apiece. Purchases by employees have led to the buying 
of the stock by other persons living along the line, and 
at present there are registered on the company’s books 
residents of every state and of almost every county di- 
rectly served by the road. This condition of things has 
led to the practice of carrying stockholders to and from 
Chicago free for stockholders’ meetings, a practice which 
the company inaugurated this year. 

In the apparently increasing activity of the populistic 
crusade against corporations, it is gratifying to find a 
court of wide repute ready to stand as an Ebenezer 
against the vampire brood that is constantly trying to 
suck the life blood from corporations merely because 
they are supposed to have money. If the “Sixth Seal’’ 
mentioned in the book of Revelation had been actually 
opened, the flutter among the lawyers who bring fake 
actions to win a fake fee would not have raised more 
dust, and it is entirely safe to assume that in one great 
jurisdiction, at least, there will be less litigation of this 
character. The Pennsylvania Supreme Court has 
handed down a decision in Baker v. Pennsylvania Rail- 
road (37 Atl. Rep., 933), that, in effect, ‘rounds up” the 
nisi prius judges for their shiftless method of sending 
these damage cases to a jury, when they should throw 
both the plaintiff and the attorney out of court ona 
pure question of law. It seems that the decedent, in the 


case cited, was attempting to cross the tracks at a point 


where there was a view both ways of over 200 ft., that 
the usual warning ‘signals cf whistle and bell were 
given, and that the injured person was an adult with 
faculties unimpaired. These facts were undisputed. 
There was a trial before an intelligent jury composed of 
the “good and true’”’ men of Perry County, and they one 
and all said that the plaintiff’s grief could only be 
assuaged by the payment of $5,000. This verdict on ap- 
peal was treated with very scant respect, and in a brief 
and brusque opinion, Judge Dean, in effect, tells the 
trial court that a jury has nothing to do with undis- 
puted facts; that such a situation raises only questions 
of law, for the court alone to dispose of; and that it is 
an error, every time, to admit such cases to the 
consideration of the juries: juries are foreordained 
to decide against the railroad. Further, it is 
the duty of the court to grant a motion for anon- 
suit, and not to go through a _ process of refined 
theorizing on which to base a disputed question of fact 
that can be sent toajury. His Honor is evidently of 
the opinion that the commouwealth has spent about all 
the money it should in the trial of such senseless 
actions. Certainly the Appellate Court need not have 
its calendar encumbered by cases that would never be 
there but for the incompetency or pusillanimity of the 
Circuit Courts. The Appellate Court often lets the judge 
down easy by intimating that the case fairly bristled 
with intricate and novel law points, and that many 
eminent authorities agreed with his view of the case: 
But there is no such solace for the Perry County man 
in this case. He is biuntly reminded that there is a rule, 
hoary with the frosts of two centuries, that reads. 
‘Disputed facts are for the jury, not undisputed ones.” 








During the past three weeks the Edison power station 
at Paterson, N.J., has met with two accidents, bringing 
the street cars in all parts of the city to a standstill and 
leaving the city in darkness. The first trouble occurred 
on a Saturday afternoon, and those who were spending 
a part of the day in the 
suburbs were comapelled to 
get home as best they could. 
In the evening all those 
stores that were unable to 
provide gas or kerosene 
lights lost their entire 
Saturday evening trade, 
which in that city repre- 
sents a large part of their 
profits; but it would be 
difficult to even approxi- 
mate the amount that was 
actually lost by this failure. 
The second failure was on a 
Sunday evening. For about : 
an hour the city was again Section of Letlecior Flare. 
in darkness. This time the 
difficulty was caused by tbe 
failure of a feed pump 
which supplied the water 
to the boilers. When the 
reserve pump was ‘called 
into service it also retused 
to work, and as no other 
means were at hand to sup- 
ply the boilers with water 
the entire plant was shut 
down. The company is now 
putting two new injectors 
in the plant, but unless they 
receive more careful inspec- 
tion than it was common to 
give the reserve pump we 
may hear of another break- 
down. Unused machinery 
may last a quarter of a cen- 
tury, but without proper 
inspection it is very often 
useless when unexpectedly 
called into service. In com- 
menting upon these aeci- 
dents two of the electrical 
journals have called par- 
ticular attention to the fact that now the people of 
Paterson will have a proper appreciation of the value of 
electricity in everyday life; which is a moderately 
“cheeky” way of putting the matter. Most of us would 
say that now the peopie of Paterson are wondering 
what trick the electric current will play next. If there 
is any moral to be drawn, it is that men in charge of 
such plants ought to realize their responsibility and 
duty to the public, and, further, that someone in this 
particular plant ought to be allowed to complete his 
moral and tecknical education on some other job. 
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The New York State anti-scalper law has now been 
on trial about a week, but nothing decisive has hap- 
pened. On the first day some of the papers said that 
tickets were being sold by the brokers the same as 
usual, while others said that not one could be bought. 
The last statement appears to have been substantially 
correct, though how long it will remain so we cannot 
say. The brokers’ signs are as prominent and as se- 
ductive as ever. At Buffalo a number of brokers’ offices 
were closed, but others were kept open. In New York City 
a ticket broker’s clerk was arrested on the charge of vio- 
lating the law. The suit is said to be a friendly one. 
At 125th street and Inird avenue, on the same day, two 
newsboys were arrested, charged with violating the 


same law, their offense being the sale of transfer checks 
which had been given to passengers of the Third Avenue 
Street Railroad. Magistrate Deuel realeased the pris- 
oners, holding that the transfer checks were not 
tickets within the meaning of the law. The anti- 
scalper law deals only with tickets for passage on 
vessels and ‘railway trains,” which evidently ex- 
cludes, under a strict construction, tickets for passage 
on single street cars; but it does not appear that the 
court considered this phase of the question. It is clear 
enough that the street railroads need a law of some 
kind, if free transfers are to be given, for, according to 
the reporters, scores of passengers ask for and receive 
transfer checks for no other purpose than to give them 
to newsboys, to be subsequently sold for 2 or 3 cents 
each. 


Bell’s Spark Arrester on the Baltimore & Ohio. 








The Committee on Exhaust Nozzles and Steam Pas- 
sages, in its report at the 1894 Convention of the Master 
Mechanics’ Association, stated that ‘‘ an increase in the 
length of the smokebox over and above that necessary 
to getin a cinder pocket in front of the cylinder is un- 
necessary and undesirable, asthelong smokebox greatly 
decreases the vacuum. Sufficient area of netting can be 
put into a smokebox which is long enough to give room 
for a cinder pocket in front of the cylinder saddle.’’ The 
correctness of this proposition does not seem to have 
been questioned, and it has been followed, with satis- 
factory results, in many engines recently built, among 
which may be noted a number of ten-wheelers built for 
the Mexican Central, and the fast passenger engines 
for the Illinois Central, by the Brooks Locomotive 
Works. The utility of the cinder pocket or drop (which 
is not used in the Mexican Central engines) has been 
questioned, and in the J. Snowden Bell spark arrester, 
as applied with short fronts, it is dispensed with. 

The latest type of this device, as applied on the Balti- 
more & Ohio, with improvements in detail by the Ma- 
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Bell’s Spark Arrester as Applied to a B. & O. Locomotive. 


chinery Department of that road, is shown in the 
accompanying illustrations. The essential features are, 
as in the earlier applications, two perforated deflecting 
plates and a series of inclined sheets of netting by which 
an increased area is obtainable within a given length of 
smokebox and a more advantageous resistance is pre- 
sented to the passage of cinders without impairing the 
steaming of the engine. 

In the present form the perforations of the deflecting 
plate nearest the tube sheet are formed by punching the 
plate so as to leave inclined portions projecting out- 
wardly from each opening, these portions serving to de- 
flect cinders passing through the openings toward the 
bottom of the smokebox. Such cinders are prevented 
from escaping directly to the stack by a sheet of net- 
ting, extending, at about the same angle as the main 
deflecting plate, from the plate to the exhaust pipe. 
This sheet performs the same function as the front per- 
forated plate of the prior applications, for which it is 
substituted. A l-in. opening is left between the bot- 
toms of the two front sheets of netting to prevent lia- 
bility of filling up, and this is protected by a sheet of 
netting placed below it. The bottom of the smokebox 
is filled up in front with fireclay, covered by a roughened 
plate extending to the smokebox door, and the usual 
cinder drop is dispensed with, not being found necessary 
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as there is no accumulation of cinders to any extent in 
the smokebox. 

A comparatively low exhaust nozzle and inward exten- 
sion of the stack are used, this feature, which is an old 


wheels, 60-in. diameter: boiler, 60-in. diameter with 210 
flues, 214 in. diameter; grate area, 32.45 sq. ft.; heating 
surface, 1,754.31 sq. ft.; weight, 127,500 lbs.; weight on 
drivers, 101,500 lbs. 

















Bell’s Spark Arrester on Baltimore & Ohio Locomotive. 


one, exemplified in foreign practice in 1868 and even 
earlier, having been found to be desirable, in connnec_ 
tion with this or any other arrangement of netting in 
the smokebox. The stack is cast iron and of the com- 
pany’s standard pattern. 

The engine illustrated, No. 1,380, is reported as giving 
entirely satisfactory results in fast freight service on 
the Philadelphia Division of the road, her steaming 
being free, fuel consumption low, and no objection hav- 
ing been found as to throwing fire. The principal 
dimensions of this engine are: Cylinders, 20 x 24; driving 







































































The arrangement has also been in use for nearly a 
year in engine No. 1629, one of the large 22 x 28 consoli- 
dations built by the Pittsburgh Locomotive Works, in 
service on the Third Division, which includes the 17-mile 
grade of 117 ft. to the mile. The performance of the 
engine in this heavy service has been so good that other 
engines of the same class are to be equipped with the 
same arrangement of front. It has also been applied to 
three 21 x 26 consolidation engines, and to 19 x 24 moguls 
on other divisions, and will be givena thorough test, 
under various conditions of service, in order to deter- 





mine its practical value as compared with the long ex- 
tension arrangements, requiring periodical cleaning of 
fronts, which are used in most of the other engines of 
the road. 








Standard Roadside and Station Signs—Cincinnatl, 
New Orleans & Texas Pacific Railway. 





Chief Engineer G. B. Nicholson, of the Cincinnati, 
New Orleans & Texas Pacific, has lately established 
standards for track and station signs, drawings of 
which are shown herewith. From the notes attached 
to the standard drawings, which were sent to us by 
Receiver S. M. Felton, we copy certain particulars con- 
cerning the design and construction of the signs. The 
dimensions are shown on the drawings. 

The mile post, Fig. 1, is a white post lettered in black. 
As a rule these posts are set 12 ft, from the center of the 
track. The whistling post for highway crossings, Fig 
2, is set at the same distance from the track and 1,200 ft. 
from the crossing. The whistling post for stations, Fig. 
3, is set 1,320 ft. from the station, or farther off in case 
local conditions make it necessary. The whistling posts 
are to be lengthened if necessary to bring the top 6 ft. 
above the base of the rail. 

The stop post, Fig. 9, for drawbridges, railroad cross- 
ings and junctions, has a sign made of cast iron % in- 
thick, the letters being raised in. The ground of the 
sign is painted red and the letters white. The casting is 
bolted to the post with %-in. x7-in. bolts. The border is 
painted white. This post is to be set 200 ft. from the 
crossing or from the end of the draw span. 

The section limit post, Fig. 14, carrics cast-iron plates 
with raised edges. The panels are painted white, the 
figures and face of the plate black and the post and the 
back of the casting white. These posts are set on the 
opposite side of the track from the mile posts. 

The post described in Fig.5 is to show the location, make 
and ageof rails. The post and the cast-iron plate are 
painted black and the ‘letters and figures stenciled in 
white. The letters and figures are 1% in. high. This 
sign is set 10 ft. from the center of the track, 2 ft. 
nearer than those mentioned in the preceding para- 
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graphs. The lettering on the face of the sign is to 
face the rails to which it refers. 

The warning sign for highway crossings, Fig. 4, is 
made of boards % in. thick and the letters are5 in. high. 
The letters, in black, are painted; the boards are white, 
and the sign appears on both sides of the board. 

The yard limit sign, Fig. 6, is madeof cast iron %¢ in. 
thick with a 1s-in. rib for a border. The groundwork 
of this sign is painted green and the letters white. The 
letters are 3%, in. high. The post is lengthened if neces- 
sary to bring the bottom of the metal plate 7 ft. 6 in. 
above the base of the rail, as indicated in the drawing. 

The slow post, Fig. 10, which is always used in con- 
nection with every stop post, has a sign made of cast 
iron * in. thick. The ground of the sign is painted 
vreen and the letters white. In other respects the re 
quirements are similar to these of Fig. 6. 

The warning sign for private crossings, Fig. 13, is made 
as shown. The lettering is black and the 
ground white. Fig. 16 is made in the same manner. 
The clearance post, Fig. 7, is painted white, except 3 in- 
at the top, which is black. The post is to be set at each 
end of all sidetracks. It is to be at right angles to the 
tracks and 4 ft. 6in. from the nearest rail, except when 
the sidings are less than 14 ft. from the main track. The 
post shown in Fig. 8, which bears white letters on a black 
ground, is to be set at the edge of the roadbed to indi- 
cate the beginning of curves. Two posts are to be set at 
each end of the curve, one marked E O, at the begin- 
ning of the spiral, and one marked with the degree of 
curve at the point of commencement of the curve. The 
letters face the tangent. 

Figs. ll and 15 are the warning signs for overhead 
bridges, Fig. 11 being designed for earth foundation and 
Fig. 15 for rock foundation. The ropes, 6 in. apart, as 
shown, depend from a woven wire screen. The meshes 
of the screen are | in. square and it is painted black. 

The sign shown in Fig. 17, to indicate the limits of 
block signal sections, is made of metal % in. thick, the 
letters being raised ‘4 in. The post and the background 
of the sign are painted black and the letters and the bor- 
der of the sign are white. This sign is set 9 ft. from the 
rail and 150 ft. in advance of each automatic electric 
block signal. 

The town-limit sign, Fig. 18, is made of metaland is the 
same as the preceding, except as shown in the drawing. 
In this sign the letters are painted white on a green 
background, and the post is white. The sign is lettered 
on only one side. 

The signs shown in Figs. 19 and 20 are also made of 
metal. Both of them have black letters cn a wiite 
ground, The county-line sign has cast on each side the 
name of the county toward which it faces. This post is 
set on the same side of the track as the mile posts. The 
state-line sign, Fig. 21, is made of boards, as shown. 
The letters are black and the background white. The 
post is painted black to a point 4 ft. above the base of 
the rail. 


of boards, 





Fig. 22, showing the station sign for first-class sta- 
tions, and Fig. 28 showing the same for second-class 
© stations, are self-explanatory. For 
= 4 4  third-class stations the standard 
H IRRCe ty = sign is the same as that for second- 
, RG ao class, except that plain yellow 

® | WAY|: am ean a 
eg eee paint is used in place of gilt, and 
i bs FS ad ol the background is black, not 

7% i" smalved. 

| is Theright-of-way boundary post, 
Lit Fig. 12, is generally made of an 


old telegraph pole and is painted 
white. The letters, in black, are 
put on with a stencil. Th-se 
posts are to be set every 500 ft. along the lineand oftener 
in case angles in the line make it necessary. 

The following are the numbers of the drawings show- 
ing sigrs which have raised letters, cast in: 6, 9, 10, 14 
17, 18, 19, 20. 
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Fig, 12. 





TECHNICAL. 
Manufacturing and Business. 
Mr. Fred. A. Kutumer, General Representative of the 
American Wood Preserving Co., of Philadelphia, Pa., 
has recently secured from the Terminal Railroad Asso- 
ciation of St. Louis, an order for a large quantity of 
woodiline to be used on ties and timbers in the Eads 
bridge. About 60,000 ft. of timber will be treated. A 
similar use of the material was begun Aug. 3 by the 


Chesapeake & Ohio in treating ties and timbers 
for its bridge over the Ohio River at Cincinnati. 


Several hundred of these of the largest: size, for double 
track, have already been treated and put into place. One 
of the largest roads running out of St. Louis has re- 
cently decided to use the material in treating timber for 
several large combination bridges and is now arranging 
a portable treating plant for this purpose. 

The Interchangeable Brake Beam Company, of St. 
Louis, has entered a libel suit in Chicago against the 
Chicago Railway Equipment Company for damages to 
the amount of $100,000. The alleged libels are contained 
in circulars and letters which have been sent to railroad 
officers. 

The Detroit Steel & Spring Co., Detroit, Mich., will 
furnish springs for 400 cars now building at the 
Michigan Peninsular Car Works. 


The Shickle, Harrison & Howard Iron Co., of St. Louis, 
Mo., has received an order from the Kansas City, Pitts 
burgh & Gulf for equipping 245 new cars with trucks 
having cast-steel bolsters, 100 cars with Player trucks 








and 5 ears with Ajax trucks. The new metal trucks 
manufactured by the Shickle, Harrison & Howard Iron 
Co. were described in the Railroad Gazette of July 30 
last. 

The Berlin Iron Bridge Company, East Berlin, Conn., 
has received a contract to build a new fireproof pipe 
shop for the Philadelphia Gas Improvement Co., of 
Philadelphia, Pa. The building will have a steel frame- 
work and corrugated iron covering. 

Owing to increased business the Pyle-National 
Electric Headlight Co is considering moving its factory 
to Chicago. During the month of August the company 
reports shipments of electric headlights to the Texas 
Pacific, Wilmington & Northern, Waco & Northwest- 
ern, Houston & Texas Central, Erie & St. Louis South- 
western railroads. and to the Schenectady Locomotive 
Works for four locomotives now being built for the 
Texas Midland. An order was also received this month 
for 26 equipments for the Georgia Southern & Florida. 

The National Switch & Signal Co., Easton, Pa., and 
Chicago, has closed a contract with the Chicago & North- 
western for an interlocking plant at Rochelle, Ill, at 
the crossing of the Chicago & Northwestern and the 
Chicago, Burlington & Quincy. The plant will have 11 
working levers, and electric locks will be used in con- 
nection with the derails. 

The Cloud Steel Truck Co., of Chicago, which was 
organized some time ago, has beer incorporated under 
the laws of Illinois. he capital stock is $500,000, and 
the incorporators are Willard A. Smith, Charles L. 
Sullivan and E. W. Rosenberg. 

The Franklin Construction Co. has been incorporated 
in New Jersey to deal in railroad equipments and build 
railroads in Maine. The incorporators are: Leonard 
Apwood, William Ambler, Arthur J. Ambler, W. E. 
Boughton, of Philadelphia, Pa., and William D. Hewitt, 
of Burlington, N. J. The capital stock is $50,000. The 
oftices of the company will be at Camden, N. J. 

William C. Lane and Flavell McGhee have been ap- 
pointed Receivers for the United States Car Co. in Ilh- 
nois, Ohio, Alabama and New Jersey, and the former 
Receiver for the property of the company in New York 
State. J. M. Maris, General Manager of the company, 
has been appointed agent for the Receivers. The suit 
which kas brought about the receivership isa friendly 
one, and anew company is now being organized that 
will probably be incorporated under the laws of the 
state of Illinois to take over all the property and busi- 
ness of the old company. The company was originally 
organized with a capital of $3,500,000, and owned prop- 
erty at Hegwisch, Ill., Anniston and Decatur., Ala., 
and Urbana, O. The assets are estimated to be $1,124,- 
570, 

The Foundry Investment Co., St. Louis, has been 
formed to take over the property of the Ranken & Fritsch 
Foundry & Machine Co., at St. Louis, which was re- 
cently bought at a foreclosure sale for $40,000 by the 
bondholders. The capital of the new company is $40,000. 


The shops of the United States Car Co., at Anniston, 
Ala., which have been idle for some time, have resumed 
work. This is owing to an order for 500 cars received 
from the Louisville & Nashville Railroad, as noted in 
another column. 


About one third of the men of the lap mill of the Na- 
tional Tube Works at McKeesport, Pa., went on astrike 
last week, owing tothe refusal of the company to restore 
the spell hands, given them in times of hot weather, 


The Pittsburgh Testing Laboratory, Ltd., Pittsburgh, 
has been commissioned by Major B. M. Harrod, Chief 
Engineer, to inspect the machinery and steel used in 
connection with the work of the Drainage Commission 
of New Orleans, La. This includes the inspection of 
the compound condensing engines and the centrifugal 
and screw pumps to be built by the E. P. Allis Co., Mil- 
waukee, the Babcock & Wilcox boilers, the generators 
and motors to be furnished by the General Electric Co., 
and 1,500 tons of rolled steel at the Homestead Works 
of the Carnegie Steel Co., Ltd. The Pittsburgh Testing 
Laboratory also inspected the steel and machinery used 
at the Controlling Works of the Chicago Drainage Canal 
near Lockport. 

iron and Steel. 
Extensive repairs will be made to No. 1 blooming mill of 
the Pennsylvania Steel Co., during which time No, 2 
mill will be taken off specials to supply the blooms for 
the roiling mill, which will be kept running. Work of 
repairing No. 3 furnace has been finished. 


The Carnegie Steel Co., Ltd., Pittsburgh, Pa., has 
placed an order with the Newton Machine Tool Works, 
of Philadelphia, Pa., for four rail-end machines and one 
cold saw. They will be placed in the Homestead works. 


The Export Iron & Steel Co., of Pittsburgh, Pa., has 
been formed by A. R. Whitney, of Morristown, N. J.: 
Charles A, Painter and James H. McCutcheon, Alle- 
gheny, Pa.; Frank L. Clark, of Sewickley, Pa.; Myron 
Cc. Wick, of Youngstown, O., to deal in iron and steel 
products, The capital stock is $220,000. 

The La Belle Iron Works, of Wheeling, W. Va., has 
placed an order with the Leechburg Foundry & Machine 
Co., of Pittsburgh, Pa., for one No. 2 Mestca patent 
pickling machine, six 30-1n. doubling shears and 36-in., 
42-in. and 48 in. squaripg shears, for use in tin-plate 
plant now being built. 

Arrangements have been made to reopen the rolling 
mili, machine shop and foundry of the Mahoning Roll- 


ing Mill at Danville, Pa., which have been idle for some 
time. 

Mitchell, Tranter & Co, of Cincinnati, O., has placed 
an order with Hyde Bros. & Co., Lewis Block, Pitts- 
burgh, Pa., for a 300-H. P. boiler to be built in connec- 
tion with their heating furnaces at Covington, Ky. 

The Union Tube & Iron Co., of Niles, O., has been in- 
corporated with a capital of $50,000, to make and deal in 
iron and steel, metal pipes and tubes. The incorpora- 
torsare: C. D. Hine, W. DeP. Knowlton, D. F. Garrison, 
Warner Arms and F. P. Peet. 

The Milwaukee Steel Casting Co., of Milwaukee, Wis., 
has been organized to make castings of wrought iron, 
open hearth steel. crucible steel, Mitis metal and special 
tool steel. The officers are President, L. V. Shaw; Vice- 
President, O. P. Watson; Secretary and Treasurer, C 
N. Bowen. 

The Andrews Brothers Co., operating Haselton Fur- 
nace, at Haselton, O., has placed an order with Julian 
Kennedy, of Pittsburgh, for an additional 18 x 80 ft. 
Kennedy-Cowper hot-blast stove. 


The Buhl Steel Mill at Sharon, Pa , was forced to stop 
work Sept. 7 owing toa strike of the gas makers, whose 
demand for an increase from 1244 to 15 cents an hour 
was refused. 


The Tennessee Coal, Iron & Railroad Co. last week 
sold 63,290 tons of iron and advanced the price 25 cents a 
ton on Sept. 8, making a total advance within the last 10 
days of 75 cents a ton. 


The Duquesne Tube Co., McKeesport, Pa , which met 
with financial reverses some months ago, has been reor- 
ganized and will soon resume work. The following new 
Board of Directors has been elected: W. A. Dunshee, 
James M. Bailey, H. B. Shields, E. N. Ehin and D. Leet 
W ilson. The capital stock has been increased from 
$150,000 to $350,000. 

The Scherzer Rolling Lift Bridge Co. has been formed 
to make all kinds of movable bridges, but more es- 
pecially the Scherzer roiling lift bridge, now well 
known to our readers. Albert H. Scherzer, whose 
business has been absorbed by the new company, is 
President, with offices in the Unity Building, Chi- 
cago. The rocking bascule bridge of the Scherzer 
type, built over the south branch of the Chicago River 
at Van Buren street, Chicago, was fully described in 
the Railroad Gazette Feb. 15 and 22, 1895. 

The Pacific Car Co., of Portland, Or., has been in- 
corporated under the laws of Oregon to make and 
sell couplers. The capital stock is $400,000, and the in- 
corporators are John J. Malloy, R. W. Baxton and KE. 
Lyons. 

The expected change in the controlling interests of 
the Gibbs Electric Co., of Milwaukee, Wis., has been 
made. It has been formaily announced that the West- 
inghouse Electric and Mfg. Co., of Pittsburgh; Pa., 
has bought out the interest ot the Gibbs Electric Co. 
The consideration is said to be $50,000 


New Stations and Shops. 
The Eastern Railroad of Minnesota has just completed 
a new distributing freight yard at West Superior, Wis 
It has 11 tracks, with an average length of 2,368 ft. 

The contract for building a steel traia-shed for the 
new station of the Cleveland Terminal & Valley Rail- 
road at Cleveland, O., has been awarded to the Mas- 
sillon Bridge Co., of Massillon, O. It will cost about 
$32,000. 

The contract for building the new station for the 
Butte, Anaconda & Pacific Railroad at Anaconda 
Mont., has been awarded tou Dolan & Hammil, of that 
city. The new building will be about a block east of 
the present station. 

The new freight station of the Chicago, Indianapolis 
& Louisville, on Fourteenth street, Louisville, Ky., was 
finished Sept. 1. The new station is of the same dimen- 
sions as the old one and will be used for outbound and 
the latter for inbound freight. 


Breitweiser & Co., of Pittsburgh, Pa., have been 
awarded the contract for building a new station for the 
Pittsburgh & Lake Erie Railroad, at Beaver, Pa. Work 
has already begun. 

The new station of the Chicago & Northwestern, at 
Belvidere, Ill., was formally opened Aug. 31. It is 
built of vitrified brick and terra-cotta trimmed with 
Bedford stone. The station proper is 96 x 24 ft, with 
two trainsheds, each 3) X 24 ft. Tne interior is finished 
in Georgia pine. 


The Gould Railroad Pumps Driven by Electric 
: Motors and by Gas Engines. 
An advance circular issued by the Gould Manufactur- 
ing Co., of 16 Murray street, New York, contains some 
interesting inform:tion relating to the use of gas en- 
gines and electric motors for driving pumps to supply 
locomotive tanks, in pumping stations, and for other 
purposes where a large supply of water is required. At 
Itasca, Iil., a Gould triplex, double acting power pump 
is driven by a 75-H. P. motor, which is in turn driven by 
an alternating current generator a mile and a quarter 
distant. The pumpis used to supiy water to put out 
fires in the freight-house, which is 300 ft. wide and 1,500 
ft. long and contains five fire stations, each fitted with 
firealarm apparatus connecting with theower-house at 
the shops, switch for starting pump and motor, and 


reels for hose, so that upon discovering a fire 
one man can get water to it in less than 30 
seconds. A _ description of the Itasca plant, to. 
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gether with an engraving of the Gould pump, 
was published in our issue of Dec. 25, of last year. 
This ci1cular also describes one of the plants where the 
pump is being driven by a gas engine connected direct- 
ly with it by a belt. The plant has been in successful 
daily operation from the first of this year, the Pennsyl- 
vania Railroad having built a small pump-house at 
Sharon, Pa., on the Chenango River, last December» 
The pump is one of the reguiar Gould triplex power 
pumps for tank service, the plungers being 8-in. diame- 
ter by 10-in. stroke. Water is taken from the river 
through 75 ft. of 6-in. pipe at an elevation of 12 ft. in the 
ordinary stages of the river, and delivered through about 
100 ft. of 5-in. pipe to the tank, the elevation above pump 
being 33 ft. The pump runs at the moderate speed of 32 
revolutions per minute of the crank shaft, delivering 
12,480 gals. each hour. The gas engine, built by the New 
Castle Gas Engine Co., New Castle, Pa., drives the pump 
by means of belt, the pump being fitted with tight and 
loose pulleys. Natural gas is used for power, costing 
224g cents net per 1,000 cu. ft. Formerly water was 
bought of the local water company at eight cents per 

1,000 gals., but the cost at this station hasbeen greatly 
reduced, as will appear from the following figures: For 
last March the gas, oil and waste cost $1.92. The total 
amount of water pumped during the month, 867,360 
gals., about 28,000 gals. daily. Total cost per 1,000 gals. 
pumped, 2.2 mills. There are no charges for labor, be- 

cause the station baggage-master starts and stops the 
pump and engine, the work of only a few minutes daily. 
The capacity of this pump considerably exceeds the 

requirements, about two hours pumping each day sup- 
plying all the water needed for the present light amount 
of business. However, the large capacity and slow speed 
are good features, because expense of repairs is practi- 
cally eliminated for a long term of years. 


Improvements at Mobile, Ala. 

The Mobile & Birmingham Railroad is extending its 
docks ana storage facilities at Mobile to meet a growing 
trade. The plans now being carried out provide fora 
new slip 360 ft. long and 110 ft. wide, which is being 
dredged to 23 ft. to the main river channel. On either 
side of this dock tracks will be laid parallel to the outer 
ends of the piers. Substantial sheds 50 x 216 ft. will b 

built on either side, and parallel with the dock, on pier 
foundations. The north side will be arranged for a stor™ 
age house for incoming and outgoing cargoes. The 
south pier, on which the open sheds will rest, is 70 x 
346 ft. The work will cost about $30,000. 


Power Development of the Big Hole River. 


The project for the development of water power to be 
transmitted by electricity from Big Hole River to Butte, 
Mont., is being actively carried out. The dam to be built 
will give a head of 60 ft., developing about 6,000 H. P. at 
the average flow of water. An auxiliary steam plant is 
proposed. Work has been begun on the plant by Will- 
iams, Poasans & Bonner, of Butte. The Consulting En- 
gineer is J.T. Fanning, and the engineer in charge of 
construction is M.S. Parker. 
Bids for Ileavy Projectiles. 


Bids for furnishing heavy projectiles for the Ordnance 
Department of the army were opened Sept. 2. The bid- 
ders were the Driggs-Seabury Gun & Ammunition Co., 
New York; the Midvale Steel Co., Philadelphia; the 
Firth-Sterling Steel Co., New York, and the Carpenter 
Steel Co., New York. On all five items on which bids 
were asked the Driggs-Seabury Co. was the lowest 
bidder. It agreed to furnish 195 8 in. shot at $69.80 each; 
605 10-in. shot at $114.50 each; 150 12-in. shot at $212 each; 
270 12-in. mortar shells of 800 Ibs. weight at $114 each, 
and 50 12-in. mortar shells of 1,000 lbs. weight at $195 
each. 

New Steamer for the Merchants’? & Miners’. 
The steamship Juniata, built for the Merchants’ & 
Miners’ Transportation Co., of Baltimore, Md., by the 
Harlan & Hollinsworth Co., of Wilmington, Del, was 
launched Sept. 2 in the presence of several thousand 
spectators. The new vessel is full four deck, 270 ft. long 
on the water line, 52 ft. moulded beam and 34 ft. depth 
of hold. The hull is of iron and is similar in design to 
that of the Howard, built for the same company by the 
Harlan & Hollingsworth Co., in 1895. The engine is of 
the direct acting triple compound type, with inverted 
cylinders. The high-pressure cylinder is 23 in., the inter- 
mediate cylinder, 45 in., and the low-pressure cylinder 
72in. in diameter, with 48-in. stroke. Steam will be 
supplied by four Scotch boilers, each 13 ft. 6 in. in dia- 
meter and 11 ft.6 in, long. They will have a working 
pressure of 160 lbs. The propeller is four-bladed, of 
manganese bronze and 16 ft. in diameter. It is expected 
that a speed of 15 knots au hour will be obtained with 
a draught of 18 ft. The vessel was built in a very short 
time, the first frame having been set up April 20. The 
Juniata will be ready for service about Nov, 1 and will 
replace the Essex on the Boston line. 








THE SCRAP HEAP. 


Notes. 
}.The Plant System has just completed a new hospital 
building at Montgomery, Ala, 

On the night of Sept. 3 a train of the Union Pacific, 
Denver & Gulf was stopped by robbers near Folsom, 
Colo., and the safe in the express car was blown open and 
rifled. 7 

On Sept. 1 the roundhouse of the Kansas City, Fort 
Scott & Memphis at Springfield, Mo., was destroyed by a 


fire which started from the explosion of a gasoline engine. 
Loss $55,000. 

The Trainmaster of the Cincinnati division of the 
Chesapeake & Ohio states that during the year 1896 not 
a single vacancy occurred in the ranks of the brakemen 
on that division. 

At the Farmers’ National Congress, heldin St. Paul 
last week, a resolution favoring government owner- 
ship of railroads was overwhelmingly defeated, receiv- 
ing only five or six affirmative votes. 

The Baltimore & Ohio Southwestern has lately been 
making excellent time with its fast freight trains. Two 
runs between Cincinnati and Parkersburg, 200 miles, 
were made in 8 hours 4 minutes each. A run from St. 
Louis to Cincinnati, 340 miles, was made in 16 hours. 


Mr. T. W. Pate, Agent of the Atchison, Topeka & 
Santa Fe at Streator, Ill., has received from the rail- 
road company a prize of $200, which was offered to the 
agent showing the largest proportionate increase in 
business during the first six months of 1897. The second 
prize of $150 went to E. H. Barnett, of Brenham, Tex. 
and the third, $100, to H. A. Miller, El Dorado, Kan. 


B. & O. Improvements, 

Before the new freight engines of the Baltimore & 
Ohio were purchased and the improvements made in the 
track in the way of straightening curves and reducing 
grades, the average number of cars to the train was 28. 
Now the average is 40 car train, an increase of 41 per 
cent. The average eastbound movement per day for the 
first 10 days of August was 1,123 loaded cars. On the 
Third Division, Cumberland to Grafton, where there are 
grades of 125 ft. tothe mile, the engines used to haul 
191¢ loads to the train. Now the average is 253, loads 
per train, an increase of 31 per cent. 


Passengers’ Hand Baggage in Europe. 

The experiment of the introdution of cheap cab service 
by railroad companies at terminal stations is an inter- 
esting one. They are already in use at the Twenty-third 
Street, New York, terminus of the Pennsylvania Rail- 
road, and the daily papers state that movements are on 
foot for their introduction at the Grand Central Station 
by the New York Central, and also by the Erie. Cheaper 
cab service, if maintained in this country for a sufficient 
length of time, would probably become popular. One 
feature of European cab service, and an important one, 
consists in the facility with which a passenger can carry 
his baggage along with him. This feature of the cheap 
cab service in London and Paris is undoubtedly found 
convenient by travelers, but the conditions surrounding 
the handling of baggage there are quite different from 
those existing in this country. Generally speaking, 
there is a baggage compartment in each car, which car- 
ries the baggage belonging to the occupants of that car. 
Numerous porters are waiting on the platform ready to 
handle trunks and other baggage the moment the train 
arrives. Owing to the fact that the baggage 
is distributed along the length of the train in- 
stead of being concentrated in one or twocars, as 
in this country, it is possible to employ a greater 
number of men to handle it, and consequently it can be 
moved much more quickly. Again, the number of 
trunks in proportion tothe number of passengers is 
much lessthan inthiscountry. From five to ten times 
as much rack room is provided for hand baggag?, and 
the racks are generally well filled. The European tour- 
ist takes along with him in his compartment a quantity 
of hand baggage which is simply amazing to one famil- 
iar only with traveling in America. This custom is 
largely due to the fact that only a very small quantity 
of heavy baggage is carried free. Thesystem of book- 
ing heavy baggage, while not dissimilar in its results to 
the checking system in this country, isa much longer 
and more vexatious process. No charge is made for 
hand baggage unless excessive in amount. It is not con- 
sidered excessive when far more thanatraveler here 
would think of carrying otherwise than ina trunk. 
*Carryalls’’ and all sortsot coverings for hand bag- 
gage are offered for sale to travelers in Europe, and no 
one is well equipped fora journey there unless he is 
provided with a full supply. The unloading of this 
hand baggage through the side doors of a compartment 
causes no delay at a way station, and can be quickly ac- 
complished at aterminal. Anequal amount distrib- 
uted through our American corridor cars, with end 
doors, would produce blockades and delays very fre- 
quently. In fact it would be impossible to provide suf- 
ficient rack area.—Travelers’ Official Guide. 


August Traffic ‘Through the Soo Canal. 


The official report of freight and passenger traffic to 
and from Lake Superior for the month of August is re- 
ceived, covering statistics of the United States and 
Canadian canals. The total eastbound freight in net 
tons amounted to 2,674,000; the westbound was 259,000. 
‘rhe total registered tonnage through the United States 
Canal amounted to 2,219,000 and through the Canadian 
Canal 707,000. The total craft through the United 
States Canal were 2,017 and through the Canadian Canal 
813. The grain through the two canals amounted to 
2,182,000 bu., the flour to 1,068,000,bbls. and the wheat to 
2,959,000 bu. The iron ore carried was 2,171,000 net tons. 


Railroad Assessments in Arkansas. 

The Arkansas State Board of Railroad Assessors have 
finished their work for the present year. ‘Ihe length of 
railroad built since last year’s assessment is 137 miles. 
The total valuation is $22,182,259, an increase over 1896 
of $1,069,881. 

Water Supply on the Santa Fe Pacific. 


The dams which the Atchison, Topeka & Santa Fe is 
constructing on the Santa Fe Pacific road are situated 
at Walnut, Ash Fork and Seligman, Ariz. They are in 
each case across canons and when completed it is ex- 
pected that each will store a two years’ supply of water. 
‘The dams at Walnut and Seligman are being made of 
masonry and that at Ash Fork of steel. The total esti- 
mated cost of the three dams with the necessary piping 
is $225,000. The dam at Seligman is partially completed 
and now holds a considerable quantity of water, so much 
that the company has discontinued hauling water to 
that point. ‘the annual expense for water supply on 
this road has been about $75,000, a large percentage of 
which will be saved when these dams are completed. 


To Build Railroads in Equador. 

The Guayaquil & Quito Railroad Company has been 
incorporated in New Jersey with a capital of $12,282,000 
to build and operate railroads in Equador, S. A., under 
grants made to Archer,Harmon, of Louisville, Ky., Peter 
Cooper Hewitt, of New York, and T. H. Powers Farr, 
of Orange, N. J. ‘the incorporators are: Peter Cooper 


Hewitt, George Hoadly, Nelson B. Burr, Charles H. 
Lee, E. Hope Norton and John €_ Kilbreth, of New 
York; Archer Harmon, Louisville; Robert M. Thomp 
son and T. H. Powers Farr, Orange, and Peter F. Dur- 
mont, of Paris, France. 


A Few August Earnings. 


The gross earnings of a number of roads for August 
compared with the corresponding month of 1896 were 
reported as follows: 








1897. Inc. or Dee. 
Alabama Great Southern ........-. .... $136,038 1. $12,598 
a a ee ee err 1,248,262 I, 127,302 
Comteel Of GeGeGii soso ccccciccscessccsese 380,348 I. = 2.393 
CReRGORES & ORIG. .... 2206 cccsss + ccsvese 1,003,109 I. 140,850 
Chicago, Ind, & Louisville.............. 296,978 I, 57,838 
Chicago Great Western........ ........ 487,899 J. 70,654 
Cleve., Lorain & Wheeling.............. 108,130 D. 3,925 
Glearpits & BIMNAMG... ccc ccck cee. evese 79.475 D. 280 
Kigin, Joliet & Kastern........ .......... 97,768 WD. 16,3s6 
Great Northern........ dafsticaand Saas on ena 1,777,585 J. ° 67,288 
Kanawha & Michigan.... .... .......... 44,493 | 9.351 
Louisville & Nashville. ................ . 1,770.940 1. 120,153 
Louis., Evansville & St. L....... ....... 131,038 D. 14,036 
Louts., Henderson & St. L........... ... 51,071 1. 4,754 
Mexican NaAGGGAd ..6< ses ccccceseese esse 467 378 1. 70,663 
WRGR ORM CRIN iia ccc cies cdcsscewcnscs 986.767 tT. 160.769 
Missouri, Kansas & ‘Texas .. 987,769 2 4.240 
Mobile & Ohio........ a 311,805 I. 32,668 
Norfolk & Westein. .. 950,074 IT. 145,802 
Obie Niver.........2<. 85,508 5. 208 
St. Louis Southwestern 373.400 I. 29.500 
SOUCHSRS TAU WAG 66.5 cccccces cscs ccvecs 1,565,07: 1. 123,071 


New Lake Vessels. 

Chicago papers report that work was begun last week 
ou the new steel steamer for C. W. Elpicke and others 
by the Chicago Shipbuilding Co., contract for which 
was closed some days ago. This steamer will be 400 ft. 
long, width of beam 48 ft.,and depth 28 ft. The en- 
gines are to be quadruple expansion. 

Cleveland dispatches report that the Cleveland Ship- 
building Co. will soon lay the keel of a boat to be the 
largest on the lakes. Its dimensions will be—length 
over all, 450 ft.; depth, 2844 ft.; length of keel, 430 ft.; 
beam, 50 ft., and it will be capable of carrying 7,000 tons 
of cargo. The name of the owner is not given. The 
longest boat in service now is the Rockefeller steamer 
Fairbairn, which has an over-all length of 434 ft. As 
the limit of beam for freighters has been 48 ft. and of 
depth 28 ft., the new boat will be noticeably larger. 

The Globe Iron Works have a contract for a steel 
barge, to be 378 ft. long and 45 ft. beam, to be built for 
Mrs. Margaret A. Mack, William H. Becker and Will- 
iam A. Mack. 








LOCOMOTIVE BUILDING. 





The Baldwin Locomotive Works are building an en- 
gine for the Mobile & Birmingham. 


The Pittsburgh Locomotive Works are building one 
engine for the South Atlantic & Ohio Railroad. 


The Baldwin Locomotive Works has received an order 
for seven 10-wheel locomotives for the Houston, East & 
West Texas Ry. They will have 18 x 24 in. cylinders, 
56-in. driving wheels, and weigh 90,000 lbs., on the 
drivers, with a total weight of 120,000 lbs. They are to 
be fitted with Westinghouse-American air-brakes. 


The Schenectady Locomotive Works, Schenectady, 
N. Y., is buildiug two eight-wheel passenger and two 10- 
wheel freight engines for the Texas Midland. The 
former will have 19 x 24 in. cylinders, 69-in. drivers and 
weigh in working order 120,000 lbs. The boiler will be 
of the extended wagon top type, radial stayed, with to- 
boggan firebox, and capable of carrying a working 
pressure of 180 lbs. The tenders will have a capacity of 
4,0v0 gals. The freight engines will have 19 x 24 in. 
cylinders 53-in. drivers and weigh in working order 132,- 
000 lbs. In other respects the specifications will be as 
for the passenger locomotives. Westinghouse air-brakes, 
Westinghouse air signals, steam bell ringers, magnesia 
sectional boiler lagging, Pyle-National electric head- 
lights, Houston sanding apparatus, 2!¢ in. Consoli- 
dated safety valves and the Consolidated steam heating 
system will be used on the locomotives. ‘They will have 
cast-steel driving boxes and the driving wheels will be 
of cast steel. Standard steel tired wheels will be on 
both engines and tenders. 





CAR BUILDING. 


The Southern Pacitic 1s reported in the market for 10 
passenger cars. 


_ The St. Charles Car Co., of St. Charles, Mo., is build- 
ing 200 freight vars for the St. Louis Southwestern. 


_ The report that the St. Louis, Vandalia & Terre Haute 
is in the market for 500 cars is denied by the Receiver of 
the road. 


The Buffalo, Rochester ’& Pittsburgh has placed an 
additional order with the Buffalo Car Mfg. Co. for 100 
freight cars. 


The Illinois Central will order two café cars in the 
near future. Itis expected the order will go to the 
Pullman Company. 


The Chesapeake & Ohio and Cleveland, Cincinnati, 
Chicago & St. Louis have each ordered of Pullman’s 
Palace Car Co, 1,(00 box cars. 

The Louisville & Nashville road has ordered 500 box 
cars from the United States Car Co. These cars are be- 
ing built at the car company’s shops at Anniston, Ala., 
and will have Westinghouse air brakes, Wagner car 
doors, Winslow roofs, wooden brake beams, L. & N. 
standard cast journal boxes and the railroad company’s 
standard couplers, 


The Pullman Company has recvived an order from 
the Florida East Coast Railway for four parlor cars, 
and from the Western Railway of Alabama for one 
mail car. The report published by a contemporary that 
the Pullman Company is building 12 new sleeping cars 
for the Santa Fe service is denied by the car company. 
Some sleeping cars used by this road are undergoing 
repairs. 








BRIDGE BUILDING. 





Bridgeport, Conn.—The Common Council has 
adopted the plans of City Surveyor Scofield for a draw- 
bridge to replace the Yellow Mill structure. Bids, it is 
said, wil! probably be asked soon. Estimated cost about 


$70,000. 


Burks Falls, Ont.—The/Ontario government will 


-4 . 


=. 


.* 





640 


THE RAILROAD GAZETTE. 


VoL. XXIX., No. 87, 








build an iron bridge across the Magnetawan River at 
this place. Further ‘'cce may be obtained from E. 
Bazett, County Clerk. 


Easton, Pa.—The County Commissioners have given 
the Standard Construction Co., of this city. the contract 
for widening the bridge over Jacobus Creek, at Port- 
land. Their bid was $1,000. 


Garfield, N. J.—A joint committee of the Passaic 
and Bergen Counties Boards of Freeholders has recom- 
mended that a new bridge, tocost about $20,000, be 
built to replace the present Garfield bridge. 


Harrisburg, Pa.—An ordinance has been presented 
in Common Council providing for a foot bridge over the 
Pennsylvania and Reading railroads at Market street. 


Kenduskeag, Me.—The towr has voted to buiid a 
steel bridge to replace the one recently burned at Hig- 
ginsville. 

Ludlow, Mass.—The supervisors have awarded the 
contract for the new bridge which is to replace the 
Putts structure to the Pittsburgh Bridge Co. at $14,699. 
The 13 other bids received range from $16,000 to $21,833. 


Pittsburgh, Pa.—The Mayor has signed the ordin- 
ances awarding the contracts for three bridges over the 
Pennsylvania Railroad at the East End. 


Roanoke, Va.—It is said that bids will be received 
Sept. 27 for a steel bridge over Tinker Creek at Rich- 
mond Ford. It will have a span of 110 ft. and a roadway 
16 ft. wide and will be built on stone abutments. J. H. 
Wingate, City Engineer, has plans. 

Stillwell, Ind.—It is said that the Peoria & Eastern 
will build a new steel bridge at this place. 


Thornbury, Ont.—The Town Council has resolved to 
build several new bridges. 


Toms River, N. J.—The Ocean County Board of 
Freeholders has voted to build a new iron bridge across 
Toms River at the foot of Main street to replace the one 
now there. 

Towanda, Pa.—The Grand Jury has recommended 
a new bridge over Shepards Creek, in Sayre Borough, 
to take the place of the one that collapsed a few weeks 
ago. 





MEETINGS AND ANNOUNCEMENTS. 

Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Chicago & Eastern Illinois, quarterly, preferred, 114 
per cent., payable Oct. 1. 

Concord & Montreal, quarterly, all classes, 1°4 per 
cent., payable Oct. 1. 

Northern, of New Hampshire, quarterly, 1!¢ percent., 
payable Oct. 1. 

Oregon Railway & Navigation, quarterly, preferred, 
1 per cent., payable Oct. 1. 

Portland & Rumferd Falls, quarterly, 1 per cent., 
payable Sept. 15. 

West Jersey & Seashore, common, 2'4 per cent., 
payable Sept. 15. 





Buffaio Railway, quarterly, 1 per cent., payable 
Sept. 15. 

tense City, quarterly, 3 per cent., payable Sept. 30 

North Shore Traction, preferred, 3 per cent., payable 


ct. 1. 
West End Street (Boston), common, 4 per cent., pay= 
able Oct. 1. 


Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows : 

Alabama Great Southern, annual, for election of 
directors and other business, Birmingham, Ala., Oct. 6. 

Chesapeake & Ohio, annual, for election of directors 
and other business, Richmond, Va., Oct. 19. 

Louisville & Nashville, annual, Louisville, Ky. 
Oct. 6. 

Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
York, on the first and third Wednesdays in each month, 
at 8 p. m. 

The American Society of Railroad Superintendents 
will hold its next meeting at Nashville, Tenn., begin- 
ning Sept. 22. 

The American Street Railway Association will hold 
its sixteenth annual convention in Convention Hall, 
Niagara Falls, Oct. 19-22, 1897. 

The Association of Engineers of Virginia holds its 
formal meetings on the third Wednesday of each month, 
from September to May, inclusive, at 710 Terry Building, 
Roanoke, at ‘ p. m. 

The Association of Railway Superintendents of 
Bridges and Buildings will hold its seventh annual 
convention at the Brown Palace Hotel, Denver, Col., be- 
ginning Oct. 19, 1897. 

American Institute Fair. 

The Americau Institute Fair, New York City, will 
open Sept. 20 and close Nov. 4. The general nature of 
the exhibits which are held each year at Madison Square 
Garden are probably too well krown to require special 
mention. ‘The established custom of giving awards will 
be followed as usual. Applications for space may _ be 
made to Alfred Chasseaud, 111 West Thirty-eighth 
street, New York City. 

Pennsylvania Street Railway Association, 

The sixth annual convention of the Pennsylvania 
Street Railway Association was held on Sept. 1 and 2, at 
Allentown, Pa. In the absence of the President, Mr. 
John Lloyd and Mr. Robert E. Wright presided. After 
the address of welcome papers were read as follows: 
“Street Railway Legislation,” by Dallas Sanders, of 
Philadelphia; ‘‘ Relation Between Claim and Operating 
Departments,” by Mr. Day, of Wilkes-Barre; ‘* Trolley 
Service in the Future,” by Mr. R. N. Douglass, of Nor- 
ristown. 


Sentral Railway Club. 

A regular meeting of thisclub will be held at the 
Hotel lroquois, Buffalo, N. Y., Sept. 10. The reports 
that are to be read are ‘‘Memorial to the late W. H. 
Gurney.”” Committee, E. A. Miller, Eugene Chamber- 
lin, F. B. Griffith. “steel Shapes for Trucks; Best 
Method, Rolled or Pressed.’’ Committee, H. H. Hewitt, 
James B. Brady, C. T, Schoen, John W. Cloud. ‘Journal 
Bearing Keys; Their Proper Relation to the Jourral 
Bearings and Box.” Committee, H. F. Ball. ‘The Use 


of Malleable lron in Car Construction and Repairs.” 
{Non-debatable paper) Eugene Chamberlin. The discus- 
sion will be upon “Brick Arches in Locomotive Fire- 


boxes.”” Committee, F. |B. Griffith, George Hazleton, 
E. P. Mooney, A. E. Mitchell, George W. West. It is 
desired that members should interest themselves in this 
feature of the docket, in order that it may be strength- 
ened, and made instructive, beneficial and attractive. 
Vhey are earnestly requested to prepare queries of gen- 
eral interest and importance in advance, bring them to 
the meetings, and be prepared by knowledge and ex- 
—" to debate the various points that may be 
raised. 


St. Louis Railway Club. , 

The next regular meeting of the St. Louis HKailway 
Club will be held at Washington University, St. Louis, 
Sept. 10 at 3 p.m. A paper will be presented by J. A. 
Gohen, Master Painter C.,C., C. & St. L. Ry., Indian- 
apolis, Ind., entitled, ‘‘Care and Sanitation of Railway 
Passenger Equipment at Terminals.” 

The October meeting will be held in the parlors of the 
Southern Hotel, St. Louis, on Oct. 8, at3 p.m. At this 
meeting a paper will be read by Frank Reardon, Super- 
intendent Motive Power Missouri Pacific, the title of 
which will be announced later. In addition to the after- 
noon meeting a meeting will be held in the Exposition 
Building on the same evening, Oct. 8, This evening will 
be known and advertised as *“ St. Louis Railway Club 
Night.” An address will be made by Capt. W. W. 
Peabody, Vice-President and General Manager of the 
Baltimore & Ohio Southwestern. 

The November meeting will be held on Nov. 12 at 3 
p. m., at Jefferson Barracks, St. Louis, Through the 
courtesy of the Missouri Pacific, a special train has been 
placed at the disposal ot the Club. Arrangements are 
being made for papers and also for an inspection of the 
barracks, in which are stationed six troops of U. S. 
Cavalry. . 


Western Society of Engineers, 


A regular meeting of the Western Society of Engineers 
was held in the Society rooms, Monadnock Block, 
Chicago, Wednesday evening, Sept. 8. H. M. Brincker- 
hoff, B. J. Arnold and L. L. Summers, constitut- 
ing the Electrical Committee of the Society, pre- 
sented information regarding moto-cycles, which they 
have been collecting for some time past. This informa- 
tion has been furnished by American and foreign engi- 
neers and manufacturers, among which the following 
can be mentioned; Société des Ingenieurs Civils de 
France; R. Varrennes, C. E., Paris; Felix Millet, C. E., 
Paris; Société Anonyme des Automobiles Peugeot, 
Paris; Panhard & Levassor, Paris; W. W. Beaumont, 
London; Sir David Solomons, London: Duryea Motor 
Wagon Co., Springfield, Mass; Morris & Salom, Phila- 
delphia, Pa., etc. 

The Entertainment Committee made a final report on 
the contemplated excursion to Niagara Falls and Phila- 
delphia. It is expected that a sufficient number of 
members will be able to go with the excursion party to 
insure its success, The route laid out is as follows: 
Leave Chicago, via the Grand Trunk, afternoon of 
Wednesday, Sept. 22. Attend the opening of the new 
steel arch bridge of the Grand Trunk at Niagara and 
inspect the electric power plant on Sept. 23. Inspect 
the manufacture of American Portland cement in the 
Lehigh Valley on Sept. 24, reaching Philadelphia tke 
same evening. Inspect the manufacture of concrete 
stone and brick (for New York Central Depot, New 
York), near Philadelphia, on Sept. 25. Other inspection of 
things of engineering interest will be made on the 24th 
and 25th, visits to the Bethlehem Iron Works and 
Cramp’s shipyard being the probable events. The re- 
turn trip will be commenced early Sunday morning, via 
Lehigh Valley and Grand Trunk, so as to reach at Chi- 
cago early Monday morning, Sept. 27. Tickets for the 
entire trip, covering the cost of one double berth in 
sleeper for each night, transportation and all meals, will 
not exceed $20. Knough sleeping cars to accommodate 
the party will be chartered and may be occupied night 
and day during the trip. The committee will make all 
assignments in cars and arrange for meals. 








PERSONAL. 


--Mr. M. B. Cutter, Superintendent of the Pittsburgh 
Division of the Baltimore & Ohio, headquarters at 
Pittsburgh, Pa., resigned that office Sept. 1. 


—The announcement that Mr. A. H. Thorp, Assistant 
to the General Manager of the Ohio River, has resigned 
to accept the position of Auditor of the Long Island, is 
authoritatively denied. 

—Mr. John 8S. Chambers, Master Mechanic of the 
Illineis Central, with headquarters at Paducah, Ky., 
has resigned, to take effect Sept. 15. Mr. Chambers has 
been connected with the Illinois Central for about 5 


years. 


—Mr. D. B. Morey, Secretary of the New Orleans & 
Western, with headquarters at New Orleans, La., has 
resigned. Previousto his connection with the New 
Orleans & Western, Mr. Morey was General Freight 
Agent of the Southern lines ef the Illinois Central. 


—Mr. C. F. Quincy, of the Q & C Co., Chicago, has 
been elected one of the directors of the Iowa Central 
and also has been appointed Honorary Commissioner, 
for the state of Illinois, to the Trans-Mississippi and 
International Exposition to be held at Omaha, Neb., in 
1898, 


—Mr. J. A. Naugle, heretofore Assistant General 
Manager of the Sonora Railway and the New Mexico & 
Arizona Railroad, has been appointed General Manager 
of the former company. Mr. Naugle will retain his 
oftice of General Freight and Passenger Agent of both 
roads. 

—Mr. A. L. Mohler, heretofore Vice-President of the 
Oregon Railroad & Navigation Co., has been elected 
President of that company, to succeed Mr. E. McNeill. 
Mr. Mohler was elected Vice President of the company 
last May, coming from the Minneapolis & St. Louis, of 
which company he was appointed General Manager on 
July 21, 1894, 


—Mr. J. KF. Duntley, President of the Chicago 
Pneumatic Tool Co. and Mr. Joseph Boyer, arrived 
Tuesday of this week on the steamer New York, after a 
very successful trip in Englandand on the continent. 
Mr. Duntley went abroad about three mouths ago and 
has traveled through every country in Europe, intro- 
ducing the Boyer pneumatic tools, and Mr. Boyer joined 
him two months later. 


-—Mr. Benjamin Brewster, First Vice-President of the 
Chicago, Rock Island & Pacific, died suddenly at his 
summer home in Cazenovia, N. Y., Sept. 4, of apoplexy. 
Mr. Brewster was born in Norwich, Conn., June 30, 
1828. in 1849 he went to California, where be remained 
in active business for 25 years. Since his return to the 
East in 1874, Mr. Brewster has been identified im the 
building of the elevated railroads in New York City 


and also in the construction of the Chicago, Rock Island 
— and the Chicago, St. Paul, Minneapolis & 
maha. 


—Sir Charles Scotter, who now retires from office as 
General Manager of the London & South Western Rail- 
way, has become known personally to a good many 
Americans and indirectly to very many more who have 
in recent years gone to England by the way of South- 
ampton. He is a man of great energy of character, of a 
strong and vigorous intellect, of perfect rectitude, and 
is highly trained in the railroad profession, which he 
has followed with success for the last 44 years. In 1885 
he was appointed General Manager of the London & 
South Western, and to his enlightened and vigorous 
management is due a good deal of the recent prosperity 
of that company and of the port of Southampton. 








ELECTIONS AND APPOINTMENTS. 





Altoona & Philipsburgh Connecting.—George M. H. 
Good has been appointed General Superintendent, with 
headquarters at’ Philipsburgh, Pa., to succeed George 
M. Case, resigned. 


Arkansas & Louisiana.—J. D. Moore has been ap- 
ee Superintendent, with headquarters at Little 
ock, Ark., to succeed Mr. J. E. Rose. 


Atchison, Topeka & Santa Fe.—Andrew Smith, Su- 
perintendent of Telegraph of the Santa Fe Pacific, has 
in addition to that office been appointed Superintendent 
of Telegraph of the Southern California, to succeed Mr. 
W. A. McGovern, assigned to other duties. Mr. Smith’s 
headquarters will be at Los Ange.es, Cal. 


Baltimore & Annapolis Short Line.—On account of 
the sale of this road, as mentioned in another column, 
the old officers have been retired and the officials of the 
Annapolis, Washington & Baltimore have been made 
officers of this road. They are: President and General 
Manager, John Wilson Brown, Baltimore; Secretary 
and Treasurer, W. G. Bowdoin, Baltimore. 


Brainerd & Northern. Minnesota.—Charles A. Pills- 
bury has been elected President and J. EK. Carpenter 
| gaia both with headquarters at Minneapolis, 

inn. 


Chicago, Milwaukee & St. Paul—F. W. Boltz has 
been appointed Division Freight and Passenger Agent 
of the Sioux City & Dakota Division, with headquarters 
at Sioux City, Ia., to succeed E. W. Jordan, assigned to 
other duties. W.W. Hall has been appointed Commer- 
cial Agent, with headquarters at Cleveland, O., to suc- 
ceed Mr. Boltz. C. A. Boyden has been appointed Com- 
mercial Agent, with headquarters at Pittsburgh, Pa., 
to succeed Mr. Hall. William Zang has been appointed 
Traveling Freight and Passenger Agent. 


Chicago, Peoria & St. Louis.—Ralph Blaisdell, now 
Auditor, Seeretary and Treasurer of the St. Louis, 
Chicago & St. Paul, has been appointed Auditor of the 
Chicago, Peoria & St. Louis, with headquarters at 
Springfield, Ill., to succeed Mr. W. D. Tucker. 

W. E. Killen, heretofore Master Mechanic of the St. 
Louis. Chicago & St. Paul, with headquarters at 
Jerseyville, Iil., has been appointed Master Mechanic 
of this road, with headquarters at Jacksonville, Ill. 


Cincinnati, Lebanon & Northern.—J. A. Lilly has 
been appointed Engineer and Roadmaster, with head- 
a wage at Cincinnati, O., to succeed Mr. William 

rbey, resigned. 


Cleveland, Cincinnati, Chicago & St. Louis.—C. R. 
Lewis has been appointed Traveling Freight Agent, 
with headquarters at Chicago. 

W. P. Deppe has been appointed Assistant General 
Passenger Agent, with headquarters at St. Louis, Mo. 


Columbus, Sandusky & Hocking.—Taking effect Sept. 
1 the office of Superintendent of Transportation has been 
abolished. C. L. Gardner has been appointed Train- 
master, with office at Fair Grounds Station, Columbus. 


Detroit & Lima Northern.—A. lL. Richmond has been 
appointed Auditor, with headquarters at Tecumseh, 
ich., to succeed Mr. E. B. Hathaway, resigned. 


Eureka Springs.—The office of General Passenger 
Agent was abolished Sept. 1 and all correspondence in 
relation to that office should now be addressed to the 
Manager. 


Fort Worth & Denver City.—George K. Jackson, 
heretofore foreman of the company’s shops at Wichita 
Falls, has been appointed Master Mechanic, with head- 
quarters at Fort Worth, Tex., to succeed E. W. Hayes, 
resigned. 


Great Northern.—J. E. Gibson has been appointed 
Traveling Passenger Agent, with headquarters at Des 
Moines, Ia., to succeed Mr. J. S. Watson. 


Illinois Central.—C. A. Florence has been appointed 
General Eastern Passenger Agent, with headquarters at 
387 Broadway, New York City, to succeed G. H. Stearns, 
transferred to Milwaukee, Wis., as Commercial Agent. 


Iowa Central.—At the annual meeting of stockhold- 
ers, held in Chicago Sept. 3, directors were elected as 
follows: Horace J. Morse, Giles E. Taintor, William E. 
Strong, Robert J. Kimball, E. H. Perkins, Jr., Russell 
Sage, Edward E. Chase, Benjamin Warren, Jr., Charles 
G. Dubois, Henry A. Gardner, Albert G. F rost, George 
P. Lee, Frederick S. Fales, Charles F. Quincy and 
Frederick Merritt. At a subsequent meeting of the di- 
rectors the following officers were elected: President, 
Horace J. Morse; Vice-President, Edward E, Chase; 
Secretary and Treasurer, George R. Morse. 


Kansas City, Pittsburgh & Gulf.--E. T. Emery, for- 
merly Car Accountant, having been assigned to other 
duties, C. N. Atkinson has been appointed Car Service 
Agent in addition to his duties as Chief Clerk to the 
Assistant General Manager. 


Milwaukee, Benton Harbor & Columbus.—The fe!- 
lowing appointments recently took effect: A. A. Patter- 
son, Jr., General Manager; D. H. Patterson, ‘Superin- 
tendent; Joseph W. Johnston, Auditor; H. E. Dickin- 
son, General Freight and Passenger Agent; L. O. 
Schaefer, General Agent; E. C. Hurd, Chief Engineer, 
all with offices at Benton Harbor, Mich. 


Minneapolis & St. Louis.—Charles E. Dafoe, hereto- 
fore Chiet Train Dispatcher, has been appointed Train- 
master of that road, with headquarters at Minneapulis, 
Minn. He will be succeeded as Chief Train Dispatcher 
by Mr. William Coyne, with headquarters at Minneapo- 

1s. BY 

New York, Susquehanna & Western.—At the annual 
meeting of stockholders, held in Jersey City Sept. 2, the 
present directors were re-elected, with the exception of 
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Garrett A. Hobart, who was succeeded by Henry Mar- 
quand. 


Oregon Railroad & Navigation Co.—At the annual 
meeting of stockholders, held at Portland, Ore., Sept. 
8, the following directors were elected: A. L. Mohler, 
H. W. Corbett. Henry Failing, W. M. Ladd, Miles C. 
Moore, W. B. Ayre. A. L. Mills, William Mackintosh, 
Ww. . Cotton, A. S. Heidelbach, William L. Bull, 
Edward D. Adams, C. T. Coster, W. Goakman and 
Samuel Carr. At a subsequent meeting of the directors 
ES DF eel was elected President to succeed E 

cNeill. 


Pennsylvania Co.—A. B. Starr, Superintendent of the 
Northwest system, with headquarters at Allegheny, Pa., 
has been made Acting General Superintendent of that 
system, with headquarters at Pittsburgh, taking the 
place of Charles Watts, General Superintendent, who is 
now in Europe for the benefit of his health. 


Rio Grande Western.—J. D. Kenworthy has been ap- 
—- Assistant General Freight Agent, to succeed S. 

- Henry, recently made General Freight Agent. The 
appointment took effect Sept. 1. 


ot. Louis, Peoria & Northern.—George B. Simpson 
has been appointed General Freight Agent, with head- 
quarters at St. Louis, Mo. 


San Antonio & Aransas Pass.—At the annual meet- 
ing of stockholders, held at San Antonio, Tex., Sept. 1, 
the following Directors were elected: T. E. Stillman, 

. D. Monserrate, R. H. Innes, J. W. Terry, T. B. 
Palfry, William Berry, F. H. Davis and William Mahl. 
Officers were subsequently elected as follows: President, 
T. E. Stillman; Vice-President, M. D. Monserrate; Sec- 
retary, Reagan Houston; Treasurer, William Fields. 


South Carolina & Georgia.—M. B. Hutchinson has 
been appointed Traveling Freight Agent, with head- 
quarters at Montgomery, Ala. 


Southern California.—W. R. Beamer, Superintend- 
ent, will remove his headquarters to San Bernardino, 
Cal. Mr. Beamer will have charge of the maintenance 
of track, buildings, water service and bridges, except 
iron bridges, which remain under the supervision of the 
Chief Engineer. 


Union Pacific.—A. G. Shearman, heretofore Traveling 
Passenger and Freight Agent, with headquarters at 
Cincinnati, O., has been appointed District Passenger 
Agent for the territory covering Ohio and parts of Ken- 
tucky, New York and Pennsylvania, with headquarters 
at Cincinnati. 


Wisconsin & Michigan.—S. M. Fischer has been 
elected Treasurer to succeed J.C. Ames. The office of 
S. H. Harrison, Superintendent of Transportation, has 
ee removed from Menominee, Mich., to Peshtigo, 

is. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Arizona & Coast Line.—This company has been in- 
corporated in Arizona, with a capital of $1,000,000, to 
build a road from Tucson, A. T., south 72 miles to Cara- 
bose, near the southern line of the territory. The 
directors are M. P. Freeman, Hugo J. Doney, I. M. 
Jacobs, C. H. Hoff and E. Hazard. 


Canadian Pacific.—Mr. L. A. Hamilton, Land Com- 
missioner of this company, is reported to be having sur- 
veys made in Western Ontario of the portages between 
Lake Wabigoon and Lake Manitou, and also between 
Pickerel Lake and Rainy Lake by way of Manitou 
River, with the purpose of building a railroad between 
those points. which would give connection by land and 
water from Wabigoon, on the main line, to the Lake of 
the Woods. 


Canadian Roads.—A delegation of citizens from Hal- 
liburton, Ont., waited upon the Cabinet in Council at 
Toronto, Sept. 1, and asked for a bonus of $3,200 per mile 
to build a railroad from the junction of the Irondale, 
Bancroft & Ottawa and the Grand Trunk railroads 
north 14 miles to a point north of Minden, Ont. 


Chester & Becket.—This new road is open forbusi- 
ness, though ballasting is not completed. Itis about 
5% miles long and has been built to connect the Boston 
& Albany at Chester, Mass., with various granite quar- 
ries. (See this column for Aug. 6.) 


Great Northern.—The extension of the Cavalier 
branch from Cavalier, N. Dak., northwest 18 miles to 
Walhalla, has been completed. The contract for build- 
ing was let to A. Guthrie & Co., of St. Cloud, in June. 
Another extension is being built by the same company 
from Langdon, N. Dak., northwest 22 miles to a point 
near the Canadian line. This is to be completed soon. 


Houston, East & West Texas.—This company is re- 
laying 115 miles with 60-lb. rails. Of this 75 miles is on 
the main line, which runs from Houston to Sabine 
River, Tex., 192 miles, and 40 miles on the Houston & 
Shreveport Division. Twenty miles of the main line is 
completed. 


Kansas & Southeastern. — The Town Board of 
Parker, Okla., has granted the right of way to this 
company. ‘rhe contract has been let and building is to 
commence at once. The road as projected is to run 
from Parker northeast 1814 miles, crossing the Kansas 
state line to a point on the St. Louis, Kansas & South- 
western at or near South Haven. 


Kansas City & Northern Connecting.—Surveys 
are completed and contracts let for the extension of this 
line from Smithville, Mo., north 52}¢ miles by way of 
Plattsburgh and Osborn to Pattonsburgh, where it will 
connect with a line from Trenton, Mo., to be built by a 
syndicate, to connect with the Omaha & St. Louis, the 
Gormey, Omaha & Kansas City and the Kansas City, 

ittsburgh & Gulf. In January this company pur- 
chased the Kansas City & Atlantic, running from North 
Kansas City north 20.2 miles to Smithville, which is now 
being operated. Contracts for the extension have been 
let as follows: From Smithville to Plattsburgh to Ber- 
nard Corrigan, Kansas City, Mo., and from Plattsburgh 
to Pattonsburgh to Monroe & Lee, Kansas City, Mo. 
Six miles of the line north of Smithville are graded, and 
work is being pushed on the other 10 miles to Platts- 
burgh. Nearly the entire extension is earthwork. The 
maximum grade is to be 66 ft. to the mile and the maxi- 
mum curve 5 deg. There is to be one 200-ft. span 
steel bridge, one 150-ft. span, one 100-ft. span and two 
60-ft. plate girders. The road will use the Kansas City 
Suburban Belt Railroad for its terminal in Kansas 
City. Grading is nearly completed for the connection 
with the Milwaukee bridge at Kansas City and track 
will soon be laid. A. E. Stilwell, Kansas City, Mo., is 
President and Theodore (. Sherwood, Kansas City, 
General Manager, 


Louisiana & Northwest.—The extension of this 
road from Homer, La., northwest about 36 miles to 
Magnolia, Ark., is now being built. About six miles of 
the new grade is completed. The present road runs 
from Bienville. La., north 36 miles to Homer. J. D. 
Beardsley, Gibbsland, La., is lessee and General Man- 
ager. 


Mexican Roads.—A survey is being made for the 
proposed railroad from Chihuahua west to the Pacific 
Coast, under the government concession recently made 
to Messrs. Hendrique C. Creel and Alfredo A. Spendlove 
(see this column for July 16). Chief Engineer Stafford, 
of New York, is in charge of the survey. The concession 
provides that plans for 200 km. (124 miles) must be sub- 
mitted to the government before June 13, 1898, and that 
this section must be built before a vear later. The road 
must be completed at the rate of 100 km. a year. 


Mexican Southeastern.—Grading is reported to be 
completed from San Geronimo to Juchitan, 16 km. (10 
miles), with the prospect that 34 km. more will be com- 
pleted by Sept. 15. Chief Engineer Stuart then expects 
to submit plans for the second section of 50 km. (31 
miles). The right of way for the first 50 km. is paid for 
and ties have been obtained for the first 100 km. The 
road as projected is to run from San Geronimo, Oaxaca, 
a point on the National Tehuman Tepec, southwest 
along the Pacific coast about 420 km. (261 miles), with a 
branch of 200 km. running north from Tonala-to Tuxtla 
Gutierrez. The government has granted a subsidy of 
$6,000 per kilometer. 


New Roads.—It is reported that a railroad to be 
known as the Chicago, McAlester Springs & Southwest- 
ern, is projected by a Boston syndicate to run from Mar- 
shall, Mo., southwest through Clinton, Mo., and Tahle- 
quah, I. T., to Fort Worth, Tex. 

Articles of incorporation have been filed in Arizona 
for a narrow gage line in Graham County, to run from 
Guthrie, Ariz.; a point on the Arizona & New Mexico, 
northwest 16 miles to Morenci. 

A survey is being made, according to report, for a 
road to run from Velasco. Tex., at the mouth of the 
Brazos River, west about 50 miles to Bay City. 


Ontario & Rainy River.—Surveys are now in prog- 
ress for this line, which is projected to run from Port 
Arthur, Ont.. a point on the Canadian Pacific. west 
about 225 miles to Fort Frances. The grade is heavy, 
being in some places over 100 ft. to the mile. 


Pennsylvania.—Connections were made on Sept. 5 
for the new tracks at Trimmer’s Rock, one mile east of 
Newport, Pa. This has been built to replace a section 
of the main line and is about a milein length. It crosses 
the canal over iron bridges at several points and takes 
out a good deal of curvature. 


Quebec Central.—This company has begun to relay a 
ortion of its main track between Sherbrooke and Que- 
c with 70-lb. rails. The company has purchased 2,000 
tons of rails from the Carnegie Steel Company, which 
will be used to relay about 18 miles of road from Thet- 
ford Mines Station north to Tring Junction. About 50 
miles more will be relaid as soon as possible with 60-lb. 
rails, which are almost new and already on the ground. 
Frank Grundy, Sherbrooke, P. Q., is General Manager. 


St. Louis Southwestern.—Surveys have been com- 
pleted for an extension of this road from Delta. Mo.., 
east 16 miles to Gray’s Point, on the Mississippi River, 
about five miles below Cape Girardeau. The proposed 
line is to parallel the St. Louis, Cape Girardeau & Port 
Smith for three miles. At Gray’s Point the necessary 
inclines will be built to facilitate transfer across the 
river. The Gray’s Point Terminal Co., which was in- 
corporated on May 23, 1896, in the interests of this com- 
pany to build the extension, authorized on Aug. 31, 
1896, a mortgage of $500,000. 


Tennessee Northern.—it is expected by the officials 
of this company that the first 13 miles of its road will 
be completed and in operation by Sept. 15. The road as 
projected extends from a point on the Southern, near 
Coal Creek, north about 25 miles to the Cumberland 
Coal and Iron Company’s properties in Big Creek Gap, 
about one mile north of La Follette, Tenn. It has been 
a very difficult road to build owing to the mountainous 
character of the country. Alfred A. Glasier, 104 Ames 
Building, Boston. is President, and J. K. Sroufe, of La 
Follette, is Chief Engineer. 


Texas, Arkansas & Louisiana.—This company has 
been incorporated in Texas with a capital of $100,000, 
which cap be increased to $200,000 to build a line in Cass 
County, Tex., from Atlanta, a point on the Texas & Pa- 
cific, east 18 miles to Bloomburg, a point on the Kansas 
City, Pittsburgh and Gulf. The road was completed for 
a distance of eight miles and opened for traffic Sept. ‘1, 


Texas Central.—This company is reported to have 
begun a survey for a branch from Ross Junction east 
to connect with the Missouri, Kansas & Texas at 
Geneva, 8 miles north of Waco. It is to be used to fur- 
nish gravel for the Missouri, Kansas & Texas. 


Tuscarora Valley.—This company is reported to 
have begun a survey for an extension from Blair’s Mills, 
Pa., southwest about 50 miles through Huntingdon and 
Fulton counties to Hancock, Md., a point onthe Balti- 
more & Ohio. The present road runs from Port Royal, 
Pa., southwest 27 miles to Blair’s Mills. 


Yazoo Delta.—This road is being built at the rate of 
two miles a week, with 400 men at work. It is projected 
to run from Moorhead, Miss., north 95 miles through 
Sunflower, Washington, Yazoo and Coahoma counties. 
About 21 miles from Moorhead are completed and in 
operation with three trains in daily use. C. H. Pond, 
Moorhead, Miss., is President. 








Electric Railroad Construction. 


Auburn, Ind.—The Commissioners of De Kalb 
County recently granted the right of way for an elec- 
tric road between Garrett, Auburn and Waterloo, to 
the Northwestern Indiana Railway Co., of Auburn. 


Baltimore, Md.—Articles of incorporation have been 
me of the Baltimore, North Point & Bear Creek 

lectric Railway Co., the incorporators named being 
Messrs. Daniel Teller, of Baltimore County, and Samuel 
Greenwald, Sr., J. T. Smith, H. G. Bready and Robert H. 
Carr, Jr., all of Baltimore. It is ‘proposed to run the 
road from East and Monument streets to Bear Creek, 
about five miles, and is to be double track all the way. 
Mr. Teller is President: Mr. Carr. Secretary and Treas- 
urer; Mr. Greenwald, General Manager, and Mr. Bready, 
Chief Engineer. 

The Blue Ridge Electric Railway & Power Co., will 
probably begin work on its line some time this fall or 
early in the spring. The line will be about 101% miles 
in length, connecting with several summer. resorts in 
the Blue Mountains. 

At a meeting of the Southwest Baltimore Improy- 
ement Association, held last week, a number of the 





property owners living near Gwynn’s Falls urged the 
Association to hasten the bnilding of the electric road 
which is proposed by the Consolidated Railway Co. 
* committee was appointed to urge the building of the 
ine. 

Chatham, Ont.—The Chatham City & Suburban 
Railway Co. proposes to extend its line north from 
Chatham through the township of Dover to Mitchell’s 
Bay, thence to Wallaceburg and Petrolea. Mr, George 
C. Rankin is one of the chief promoters. 


Easton, Pa.—Work will probably be begun very 
soon on the road to be built by the Easton, Palmer & 
Bethlehem Railway Co. 


Framingham, Mass.—The Framington Union Street 
Railway Co. is making arrangements for introducing 
electricity as the motive power on the Saxonville divis- 
ion of the road. Recently the Framingham Center 
division changed its motive power from horse to elec- 
tricity. 

Greensburg, Pa.—An engineering corps for the pro- 
posed electric road between Mt. Pleasant and Greensburg 
have gone over the route. Two lines are proposed from a 
point several miles ont in the country, one going into 
Mt. Pleasant at the West End over Sand Hill, and the 
other following the Standard road. 


Hagerstown, Md.—The Blue Ridge Electric Railway 
& Power Company, of Washington county, was incor- 
porated Sept. 2. The capital stock is fixed at $200,- 
000, and the incorporators are Simon P. Schott, Winfield 
S. Cahill. Roger W. Barron, Ernest Knabe, Jr., August 
Beck of T., W. R. Weaver and Charles J. Weiner. 


Kingston, Jamaica.—Arrangements are being made 
for an electric road to be built in Kingston, Jamaica. 
It is proposed to expend about $5,000,000 in building 2: 
miles of track and equipping the line. H.M. Whitney, 
President of the Halifax Electric Tramway Co., is mak- 
ing final arrangements for its construction. 


Kingston, Ont.—An electric railroad will be built on 
Well’s Island, connecting Thousand Island Park, Fine 
View and Westminster Park, a distance of seven miles. 


Lewisburg, Pa.—The promoters of an electric road 
between Watsontown and Milton and Lewisburg are 
making arrangements for its construction. The pres- 
ent plan provides for the control of the electric lighting 
stations for the three towns. 


Meadville, Pa.—The Meadville Traction Co. has sev- 
eral miles of road under construction in the city, has 
nearly completed a short branch to the Ponce de Leon 
Mineral Springs east of the city, and expects to com- 
plete the road through Saegertown, Venango and Cam- 
bridge, and to Edinboro, a distance of 18 miles, as rapid- 
ly as possible. Work onthe power house is to com- 
mence at once, and a portion of the line will be in 
operation within a few weeks. 


Montoursville, Pa.—Mr. KE. A. Tennis, President of 
the Montoursville Electric Railway Co., informs us that 
the roadbed is finished and the machinery is being 
placed in the power-house, and that cars will be running 
not later than the 20th of this month. 


New Brunswick, N. J.—The Brunswick Traction 
Co. hes renewed its effort to obtain permission to con- 
tinue the work of building the line between New Bruns- 
wick and Bound Brook. The matter was argued before 
Justice G. C. Ludlow last week, but the decision was re- 
served. 

Newburyport, Mass.—The Massachusetts railroad 
commissioners have issued their certificate to the effect 
that the new Plum Island Electric Street Railway Co. 
has complied with the public statutes in its articles of 
association. 

Northboro, Mass.—The Aldermen of Northboro have 
granted the permission of the Worcester-Marlborough 
Street Railway Co. to build its line through Northboro, 


Pottsville, Pa.—Tracklaying has been commenced 
on the new trolley line of the Pottsville & Reading 
branch of the electric railroad below Mauch Chunk 
street. The ordinance passed by the Mt. Carbon Bor- 
ough Council and accepted by the Pottsville & Reading 
Co. guarantees the running of cars every half hour. 


Sarnia, Ont.—A project is on foot to construct an 
electric railroad from Sarnia to Weisbeach. 


Shenandoah, Pa.—Hamilton Godfrey and other Read- 
ing capitalists are about to apply for a charter for an 
electric road from Shenandoah City to Ringtown. The’ 
distance from the latter place by railis about 30 miles, 
while by wagon road it is but 344 miles. It is proposed 
to build the line along the pike and over the mountain, 
and the projectors hope to have it ready for business by 
nextsummer. A survey will soon be made. 


Toledo, O.—The route of the Toledo, Bowling Green 
& Finlay Railroad has been decided upon. Between 
Mungen and Jerry City the road will pass opposite the 
old Cold Water roadbed, and the company proposes to 
build the road so that freight cars from the Toledo & 
Ohio Central can be run from Bowling Green to Jerry 
City. This part of the route will probably be completed 
this fall. An effort may be made to secure right of way 
for an extension beyond Jerry City. 


Waynesboro, Pa.—the capital stock of the Blue 
Ridge Electric Railway Co. will be $200,000. The road, 
as originally projected, was to run from Germantown 
to Washington County, Md. (where the power house will 
be located), to Blue Ridge Summit to Monterey, and 
thence through Monterey and Cone avenues to Buena 
Vista Springs Hotel and Buena Vista station, to Pen- 
mar, Blue Mountain House, High Rock, Ragged Edge 
and Mt. Quirak. 


Winnipeg, Man.—Notice has been given of a special 
meeting of the shareholders of The Winnipeg Electric 
Street Railway Co. to be held at Montreal, on Septem- 
ber 16, for the purpose of considering, and if deemed 
advisable approving of the aceeptance of the offer 
made by the Manitoba Electric & Gas Light Company 
for the sale to the Street Railway Co. of the franchises, 
rights, powers, assets, plant and appliances of the former 
company for $400,000, and the carrying oat to completion 
of such agreement and purchase. 


Yarmouth, Me.—A special meeting has been held to 
act on the question of granting a franchise for an elec- 
tric road through the streets of the town. The railroad 
company will be required to pave its tracks between the 
rails and 18 in. either side, in accordance with the orig- 
inal plan. 


GENERAL RAILROAD NEWS, 
Baltimore & Annapolis Short Line.—This road on 

Sept. 1 passed into the control of Alexander Brown & 

Son, which firm already controls the Annapolis, Wash- 


ington & Baltimore. The Baltimore & Annapolis Short 
Line extends from Baltimore to Annapolis, Md,, 28 miles: 
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and is capitalized for $400,000 common and $500,000 pre- 
ferred stock. The Annapolis, Washington & Baltimore 
extends from Annapolis to Annapolis Junction, Md., 
20.5miles. Two separate companies will be maintained 
but the roads will be operated in common. 


Atchison, Topeka & Santa Fe.—The earnings for 
July were as follows: 











1897. 1896. Ine. or Dec. 

Average oper. mileage... 6,934.86 6,890.04 Sf 44.92 
ee, eee ae $2,594,231 $2,364,438 1. $229,793 
SONGE BROOD: 550s<sesc00c 2,129,473 1,810,540 IL. 318,933 
od a eee $164,758 $253,898 D. $89,140 
Taxes and rentals. ...... 136,283 164,516 D. 28,233 
ae ree $328,475 $389,382 D. $60,907 


Chicago, Burlingtoh & Quincy.—The earnings for 
July were as follows: 








July: 1897. 1896. Inc. 
GME DOME S556 oos cedsococceveus 3$3.043,059 $2,753,351 $289,708 
ORR. MEROD 2 Wccscucssecanase 1,956,624 1,780,028 176,596 

DERE RIG 5 <5 cia wciecawensavee $1,806,435 $973,323 $113,112 
CRIES ccnwsvedcuensahevpece 890,600 876,202 13,798 

NIE osc! “apiavevsspaes ve $196,435 - $97,121 $f9,314 


Cleveland, Cincinnati, Chicago & St. Louis.— 
Earnings for July were reported as follows: 





1897. 1896 Inc. or dec. 

OE COED. . vac xevesesess cee $1,099,658 $1,638,151 I. $31,504 
ERNE BOD ivscsccnss:> sas 816,593 820,341 I. 26,252 
lida os Anette $253,065 $247,813 I. $5,252 
Fixed CRATES... sccevcces 238,525 231,560 =I. 6,965 
MNES. nuncacssvaececsbens $14,540 $16,253 D. $1,713 


Columbus, Hocking Valley & Toledo.—In the at- 
tempted reorganization of the affairs of this company, 
J. P. Morgan & Co., of New York, announce that they 
will pay a further advance of $20 0n each of the $1,000 
five per cent. bonds deposited with them. The deposits 
are made in accordance with a circular issued by them 
Feb. 25 (see this column for March 5), in which they 
offered to ad vance $25 on each $1,000 five per cent. bond 
deposited with them in payment of the defaulted March 
I coupon. 


Columbus, Lancaster & Wellston.—This road, 
formerly known as the Lancaster & Hamden, was pur. 
chased at receivers’ sale in Columbus, O., Sept. 1, by 
William H. Stevenson, of New York, for $150,000. The 
road was sold by Receiver W. F. Black under orders of 
Judge William H. Taft, of the United States Court, to 
satisfy the claim of James Kyner, a contractor, for 
building the road. This road was chartered in 1887 to 
run from Lancaster, O., to Hamden. Of this 34 miles 
from Lancaster Junction to Bloomingville are now in 
operation. 


Eel River.—Judge Brownlee, of the Superior Court 
of Howard County, Ind., has appointed Richard Rud- 
dell, President of the Citizens’ National Bank of Kokomo, 
Ind., Receiver for this road, and declared the charter for- 
teited. This isthe result of a suit of long years’ stand- 
ing, brought by the State of Indiana for the forfeiture of 
the charter on the ground that a ccrporation leasing 
itself to another competing line forfeits its charter. 
This road, which runs trom Logansport, Ind., to Butler, 
94.2 miles, was leased in perpetuity Oct. 6, 1887, to the 
Wabash. That company has fought the suit and will 
appeal, 

Fitchburg.—At the annual meeting to be held Sept. 
29 stockholders will be asked to authorize the issue of 
$1,350,000 bonds in payment of a $500,000 mortgage note 
of the Hoosac Tunnel Dock & Elevator Co., due April 5, 
1808, for refunding $500,000 six per cent. bonds of the 
Cneshire Railroad, due July 1, 1898, and for refunding 
other borrowed money. 


Flint & Pere Marquette.—The stockholders of the 
* Monroe & Toledo have voted to sell their road to this 
company for $400,000. This road extends from Monroe, 
Mich., southwest 18.8 miles, to a point on the Ann Arbor, 
near Toledo, whose tracks are used for entrance into 
Toledo. It was built for;the Flint & Pere Marquette, 
being completed Nov, 16, 1896, at a cost of $346 334. The 
Flint & Pere Marquette will issue a mortgage to cover 
the purchase price. 

Houston & Texas Central.—The six per cent. deben- 
ture bonds, $705,420, and the 4 per cent. debenture 
bonds, $411,000, maturing Oct. 1, 1902, wi!l be paid in 
cash at the office of the General Trust Co., New York. 
The company will renew these bonds to the amount of 
$600,000 in 5 per cent. debenture bonds guaranteed by 
the Southern Pacific if presented between Sept. 15 and 
Oct. 5. 


Louisville & Nashville.—The earnings for July 
were reported as follows: 











July: 1897. 1896. Ine, 
AIR. os eciacin ete $1,795.427 $1,627,601 $167,856 
OGGR. STDOR c ccnseevcvevee 1,167,741 4,127,652 40,139 

DIRE is so 6aseeneens $627,716 $199,999 $127,717 


New York, Chicago & St. Louis.—The earnings for 
the year ended June 30 were reported as follows: 

















Year: 1897. 1896. Ine. or Dec. 
CSPOOD OBUD occ svenissnicnne $5,377,490 $6,162,567 D. $785,077 
ee eee 4.256,108 4,908,774 D. 652,366 

BONE OOIU: cise scacccanacne $1,121,082 $1,253 793 D. $132,711 
DEBeP WOOMIS...000. cecccs 6.271 11,574 D. 5,303 

AD UNCOMG 2220 60s scene $1,127,353 $1,265,367 D. $138.(14 
6! 1,131,770 1,082,747 ts 49,023 

Sere (Def.) $4,417 $182,620 D. $187,037 
cee es 250,00 D. — 2.0,000 





J | Se eas $1,417 $67,380 D. 362,963 


Northern Pacific.—The ‘frustees have called the 
entire issue of $1,755,000 Missouri Division first mort- 
gage six per cent. bonds of 1879 for redemption at par, 
with accrued interest to Nov. 1. They are to be re- 
placed by prior lien 100 year gold four per cent. bonds, 
dated Jan. 1, 1897, secured by mortgage to the Mercan- 
tile Trust Co., of New York, on all the property of the 
company, as determined under the late reorganization. 
The old vonds were to runto May 1, 1919. Holders of 
Northern Pacific Railroad and Land Grant general first 
mortgace s nking fund 6 per cent. gold bonds have baen 
notitied that the rigbt to convert them into prior lien 
4s of this company, on a basis of $1,320 preferred lien 
bend tor each $1,000 general first mortgage, will ter- 
minate Nov. L, 


Oregon Improvement.—The Waterbury Reorganiza- 
tion Committee and the Rolston Consolidated Commit 
tee have reached an agreement (see this column of Aug. 
20) whereby the consolidated bonds ($6,549,000 outstand- 
ing) are to be exchanged for five per cent. in first 


preference five per cent. stock, 60 per cent. in second 
preferred stock, and 40 per cent. in common stock. 


Under the old plan they were to be exchanged for 62}¢ 
per cent. in preferred stock and 75 per cent. in common 
stock. The 124 per cent cash assessment remains 
under the new plan. There is also a change in the 
terms of surrender for the old common stock ($7,000,000 
outstanding), whereby it is exchanged for 10 per cent. in 
first preferred stock instead of 10 per cent. in preferred 
and for 60 per cent. instead of 50 per cent. in new 
common stock. The 10 per cent. cash assessment 
remains. 


Oregon Short Line & Utah Northern.—Holders of 
certificates of deposits for collateral trust bonds of this 
road, issued by the Guaranty Trust Co., of New York, 
prior to the sale of the road on Jan. 9 last, are notified 
that they can receive in exchange the new ‘‘B” income 
bonds of the Oregon Short Line, issued under the plan 
of reorganization. 


Pennsylvania Co.—Bondholders of_tbe first_mort- 
gage bonds of the Toledo, Walhonding Valley & Ohio, a 
part of this company’s lines in Ohio, have been notified 
that the company will purchase $25,070 of these bonds 
on Oct, 1, at the office of the Farmers’ Loan & Trust Co., 
New York, from the lowest bidders at a price not ex- 
ceeding par with interest. The first mortgage bonds of 
the company are 40-year 444 per cent. gold. ; 

A similar call has been issued for $281,826 of consoli- 
dated mortgage bonds of the Pittsburgh, Cincinnati, 
Chicago & St. Louis, controlled by the Pennsylvania Co., 
which guarantees the bonds. These are 50-year 414 per 
cent. gold bonds. 


Peoria, Decatur & Evansville.—The Reorganiza- 
tion Committee announces an extension of time for re- 
ceiving subscriptions and bonds until Oct.1. For the 
plan in detail see this column for June 4. 


St. Louis & San Francisco.—The earnings for July 
were reported as follows: 





July: 1897. 1896. Inc. or Dec. 
ORNED ODP I is ccnvsevscusnenon $528,495 $489,069 I. $39,426 
POL; BEDSD « o00<cccs0sceccs: ~ Geaee 276,533 I. 56,490 

Net earn..... se ueRusasamnls $195,472 $212,536 D. $17,064 


Southern.—Notice was given to the stockholders of 
the Virginia Midland that the offer to exchange pre- 
ferred stock of that company for that of the Southern 
on the basis of 100 shares of Virginia Midland for 70 
shares of Southern will be withdrawn Sept. 30. 


Wabash.—The reported earnings for the fiscal year 
ended June 30 were as follows: 



































1897. 1896. Inc. or Dec, 

GOSS OBER... .c0cccceccess $11,526,787 $12.807,142 D. $1,280,355 
Oper. expen, ..........- 7,979,159 9,242,604 D. 1,263,445 
INGE ATE .. sn ccdscnee oer $3,547,628 $3,564,538 D. $16,910 
cA rane aise = . 529,970 519,678 i, 10,292 
Balance... .....- «ees $3,017,658 $3 014,860 D. $27,202 
Other income............ 113,304 140,739 D. 27,435 
TIRIBDOB sc Scicsvesescsss $3,130,962 $3,185.599 D. $54,637 
SEUE Bliss as scscneswrnes 408,085 417,254 D. 169 
RIANOD oi i54 senso snus $2,722,877 $2,768,345 D. $45,468 
Fixed charges............ 2,694,545 2,701,545 D. 7,000 
SINDINIG IS, soccer senses $28,332 $66,800 D. $38,468 
DWMIOWOR . scsccews ows “wanen's 35,000 D. 35,000 
Net GUIDE. 66... cs0s 0 $28,332 $31,800 D $3,468 


*On preferred dividend bonds. 


Wheeling & Lake Erie.—The committee, of which 
George Coppell is Chairman, appointed in the interest 
of holders of first mortgage bonds (see this column for 
July 2) announces that more than a majority of the 
bonds have been deposited with the Guarantee Trust 
Co., of New York, under the agreement. Holders of other 
bonds not deposited are requested to deposit them at 
once that action may be taken immediately in the in- 
terest of the bondholders. 








Electric Railroad News. 

Baltimore, Md.—The Baltimore City Passenger 
Railway has secured the bonds amounting to $300,000 of 
the Baltimore, Middle River & Sparrow’s IJ‘oint Rail- 
way Co. The capital stock of the latter compan 
amounts to $400,000, and it is said that the road will 
now pass into the hands of the Baltimore City Passenger 
Railway. 

Boston.—On Sept. 1 the subway was opened for 
traffic. For the present the cars will run about 1! 
miles underground. The remainder of the tunnel will 
not be completed before next year. 


Brooklyn, N. Y.—Col. John N. Patridge has resigned 
the Presidency of the Brooklyn City & Newtown Railroad 
Co., known as the DeKalb Avenue road, and John I. 
Heins, General Superintendent, has been elected to fill 
the vacancy. Itis believed that there will soon be a 
consolidation of this road and the Brooklyn Rapid 
Transit Co., and the Coney Island & Brooklyn Railroad 
Co. 

A fire which occured on Sept. 3 at Brooklyn destroyed 
the general repair shop of the Nassau Electric Railroad 
at Thirty-seventh street and Fourteenth avenue. Nine 
teen trolley cars and a quantity of material were also 
destroyed. The entire loss is said to be not less than 
$75,000. 

Marion, Ind.—J. L. Bradford has been named as Re- 
ceiver of the Indianapolis & Anderson Electric Railway 
ge toe 1 aan of A. B. Smith and T. J. and C. 

*, Haworth. 


Montreal, Que.—A statement issued by the Mon- 
treal Street Railway Co. shows that the average daily 
earnings for the past 11 months have been $3,620, which 
is an average daily increase over the year previous of 
$240. The increase for the 11 months is $80,477 over that 
reported in 1895, 


Mt. Clemens, Mich.—A hearing will be held Sept. 15 
in the injunction suit of the Rapid Railway Co., to re- 
strain the city from tearing up the Y at South 
Gratiot and Cass avenues, and also the tracks on Butler 
street. The company holds that the track and the Y 
were laid under a franchise of the Mt. Clemens & Lake- 
side Traction Co. 


TRAFFIC, 








Traffic Notes. 

An agent of the Interstate Commerce Commission has 
had a large number of freight agents and flour shippers 
summoned before the Grand Jury at Minneapolis, 
Minn., presumably to testify in regard to illegal rate 
cutting. 

The movement of freight over the Middle Division of 
the Pennsylvania Railroad in August was 135,216 cars, a 
large increase over the same month last year, On the 


night of Aug. 81 the Chicago, Burlington & Quincy 
sent eastward from Galesburg 1,220 loaded cars. 

In the $10 excursions from Pittsburgh to the New 
Jersey seashore resorts the number of paaronaers carried 
this year has been nearly or quite 10,000, of which. accord- 
ing to the Pittsburgh papers, about three-fourths went 
— the Pennsylvania and the rest over the Baltimore & 

io. 

Business houses all over the’ Western States have 
received letters from A. Searles, whose address 
(Pueblo, Colo.) seems to be a temporary one, claiming 
that he can combiue the shipments of different shippers 
of car-load freight and secure reduced rates, the profits 
from which scheme he will divide with the shippers. He 
conveys the impression that he has handled for various 
merchants over 6,000 car-loads of freight during the last 
six months. He enjoins upon the recipients of his let- 
ters the strictest secrecy. 


A ‘*Recommendation” from the Interstate Commerce 
Commission, 

The Interstate Commerce Commission, in an opinion 
by Chairman Morrison, has recommended reduction of 
freight rates to Eureka Springs, Mo., over the Eureka 
Springs and St. Louis & San Francisco railways. The 
Eureka Springs Railway has for many years carried to 
its terminus freight at greatly reduced rates when in- 
tended for points beyond to be reached by wagon trans- 
portation. The commission holds that this arrangement 
does not make the railway a carrier beyond Eureka 
Springs, and that such lower rates are a discrimination 
against Eureka Springs and its business. The opinion 
continues: ‘‘That transportation charges should be 
liberal, until the earnings are fully sufficient for a fair 
return on actual investment, will hardly be questioned, 
but it does not follow that rates long maintained and 
eon discriminative must be continuous, and may be 

awfully exacted year by year, though it be assumed 
that railroad investment or property is so much more 
inviolable than other iy. ae that its owners must 
bear none of the losses or disadvantages incident to in 
dustrial and financial disarrangement, and that trans- 
portation charges are never excessive when the annual 
net earnings are less than the amount necessary to the 
ee annual income on such property and invest- 
ment. 

The opinion calls attention to the recent decision of 
the Supreme Court regarding the power of the commis- 
sion to fix rates which shall control in the future. Of 
this decision, the opinion says: ‘* Under the law as con- 
strued by the court, the commission has power to say 
what in respect to the past was reasonable and just, but 
as torates complained of as unreasonable, unjust and 
unlawful and so found to be by the commission, it can 
make no provision or order for their reduction which the 
courts are required to enforce or the carriers obliged to 
obey. When the rates are found to be unreasonable, the 
commission can declare them unlawful and recommend 
their reduction; and where, after investigation, rates of 
carriers complained of are found to have been in the past, 
and still to be, unjust, unreasonable and in violation of 
the statute, it is made the duty of the commission to 
notify and require such carriers to cease and desist from 
such violation. 


Chicago Traffic Matters. 


CHICAGO, Sept. 8. 1897, 

At the conference held in Kansas City of Western 
lines and the Gulf roads, relative to grain rates and the 
situation generally, the President of the Kansas City, 
Pittsburgh & Gulf assured the other presidents that his 
line could not possibly sea 90 a dangerous factor in 
hauling export grain to the Gulf ports for three or four 
months, as they were short of cars and were bars what 
they had for other freight which is more profitable. 

Some weakness in the rate situation is reported west 
of the Mississippi River, more especially on westbound 
freight, on which the temptation on the part of the 
weak lines to shade tariff rates to fill westbound empty 
cars is considerable. The strong lines, however, are de 
termined to uphold the present basis if possible, and no 
serious disturbance is looked for. There appear to be 
several combinations of through lines which are mak- 
ing special efforts to secure westbound merchandise. 

A large number of traffic officers have been summoned 
to a hearing before the Interstate Commerce Commis- 
sion, at Kansas City, Sept. 21, when the Commission will 
hear the case of the American Warehouse Company, 
embodying a complaint against the granting of free 
storage on flour by the railroad companies at New York. 

The Letter Carriers’ convention was held at San Fran- 
cisco after all. The railroads, besides making the round 
trip fare from Chicago $62.50,made reductions in the 
rates for sleeping-car berths and for meals. 

The vessel men are now easily getting two centsa bushel 
on corn to Buffalo. 

The National Association of Merchants and Travelers, 
the Chicago organization which acted for the wholesale 
merchants in getting reduced passenger rates for retail 
merchants coming to Chicago, has stirred up a good 
deal of bad feeling by an injudicious effort to recom- 
pense the Atchison and the Chicago Great Western for 
their efforts in securing a general reduction of fares. 
these roads were the first two to act, and the Secretary 
of the Merchants’ Association has sent to sustaining 
members a confidential circular reminding them of the 
fact. ‘‘ While,” says the Secretary, ‘‘there has been no 
bargain, members ought to reciprocate in freight ship- 
ments.’’ And, in accordance with this request, he en- 
closed cards, to be hung in shipping offices, which show 
in a favorable light the routes of the roads named. 

Eastbound shipments from Chicago and Chicago 
junctions to points at and beyond the Western termini 
of the trunk lines for the week fending Sept. 2 amounted 
to 76,560 tons, as compared with 66,511 tons the preced- 
ing week. This statement includes 35,236 tons of grain, 
2,546 tons of flour and 15,420 tons of provisions, but not 
livestock. The following is the statement in detail for 
the two weeks: 


























WEEK ENDING | WEEK ENDING 
SEPT, 2. UG. 26. 
Roads. 
Tons. p. ¢ Tons. p.c 
Baltimore & Ohio........... 2,379 3.1 1,718 26 
C., C., C. & St. Lodis........ 4,711 6.1 4,025 6.0 
WD i caice dein ceweeivs seine eciees 9,131 11.9 7,623 11.4 
aA TPO «6:55. 5 seasieicsonce 9,084 119 8,827 13.3 
SOMES Pees aciedieecensicicie si 6,790 8.9 6,537 9.8 
Michigan Central........... 18,222 23.8 17,745 26 7 
Be Gael NER Sa 2,738 3.6 2,836 4.3 
Pitts., Cin., Chi. & St. Louis.| 5,466 71 4,052 61 
Pitts., Ft. Wayne & Chicago} 10,790 | 14.1 8443 | 127 
WII 6s snes ouwhuscsscesenic 7,249 9.5 4,705 Tol 
GO. csc cncaneins «..--| 76,560 | 100.0 | 66,511 {| 100.0 











Lake shipments last week were 217,943 tons, 

















